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Fourteen trunk line railroads deliver and take freight from the , . 
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shippers intend that such freight shall be delivered just as quickly 
as possible. Therefore, the whole organization of the P. & P. 
U. Ry. is pledged to that objective as far as its own efforts will go. a 
Geographically, and as to transportation service, the P. & P. U. : 
is properly situated for the purpose. We are literally at the : ” 
crossroads. A\s far as the P. & P. U. itself is concerned, it was ie 
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PEORIA AND PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager, Union Station, Peoria, II. 
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@ Wine from Europe or New York’s 
famous vineyards, headed west ... 
wine from California going east—the 
Erie carries it by carloads because 
the Erie speeds it through. 








Wine in transit earns nobody a profit. 
Erie’s speed reduces this waste pe- 
riod, gets the seller’s money to him 
sooner, and lets the buyer operate on 
smaller inventory because he knows 
of Erie’s fast time and dependability. 


These two Erie qualities can be of 
value to you, too, no matter what you 
buy or sell. Every man in the entire 
Erie organization is schooled in what 
amounts almost to a religion—the 
freight must go through on time. 
Let our Erie representative show you 
the many ways this Erie policy can 
save you money. 
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ODAY, even many producing regions look to the “Coal yehic 

ways 

Bin of America”—served by the Chesapeake and Ohio plica 

—for premium fuels! Nature made these premium fuels exceptionally good, the t 

and this natural high quality is preserved and even increased by the use of ) | of t 

sami 

the most modern mining and preparation processes. A 

| men 

wit! 

Careful selection of coal for use in fireplaces, stoves, stokers, furnaces ters 

and in steam and hot water plants is essential to insure dependable opera- | per 

tion with minimum manual attention. And Chesapeake and Ohio service brings | pol 

this coal to you not only “on time” but unspoiled by degradation. ma 

am 

. . e a . . € 

To keep your furnaces operating at highest efficiency, use coal originating je 

on the Chesapeake and Ohio that is uniform in size and quality—that con- - 
tains high heating value and low sulphur—and is especially prepared to fur- 

nish unfailing warmth and comfort. Remember that thousands of satisfied : 

le 


customers have found that it pays to have “coals carried to Newcastle!” 


For further particulars address any Coal Traffic Representative located at Richmond, Va.; t 
Cincinnati, Cleveland, Toledo, Ohio; Chicago, Illinois; Detroit, Michigan; or Milwaukee, Wis. a I 





CHESAPEAKE au QHIO 


Direct from the Coal Bin of America 
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OLUME LVI 


Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 


| men, not only of good character and general ability, but 


with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





CONGRESS AND TRANSPORT 

HE Seventy-fourth Congress, at its first session, ad- 

journed last Monday night, made a transportation 
legislative record that was the product—in the main— 
of the politician rather than the statesman. If it had 
not been dominated by political considerations, it would 
have, statesmanlike, done a complete rather than a par- 
tial job in the field of regulation. It provided for regula- 
tion of carriers by motor vehicle on the highways but it 
balked at taking the next logical step of providing for 
regulation of carriers operating on the waterways. It 
enacted legislation designed to facilitate the reorganiza- 
tion of railroads in financial difficulties and thus gave 
recognition to that economic phase of the railroad prob- 
lem, but it bowed to organized railroad labor and passed 
the bills embodying labor’s railroad employe pension 
scheme which, if not blocked, will add many millions of 
dollars of expense to the operation of an industry as to 
the precarious financial condition of which there is no 
dispute. To put it mildly, there was no logic in the way 
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in which it dealt with the transportation problem. Per- 
haps the view should be taken that it is well that it did 
no worse than it did. 

President Roosevelt is partly to blame for the fail- 
ure of Congress to do what it should have done with re- 
spect to transportation legislation. The President, while 
giving vigorous attention to other proposed legislation, 
such as that designed to eliminate certain holding com- 
panies in the utilities field, permitted transportation 
matters to drift. For instance, after indicating many 
times that his message on transportation might be ex- 
pected shortly, his message to Congress was put off, 
for one reason or another, until late in the session. 

This session of Congress proved to be the busiest 
in recent years in the matter of transportation legisla- 
tion. Early in the session the legislative recommenda- 
tions of Joseph B. Eastman, Federal Coordinator of 
Transportation, were submitted. These called for a re- 
organized Interstate Commerce Commission and a_per- 
manent Coordinator of Transportation; comprehensive 
regulation of water and highway carriers in interstate 
and foreign commerce by the Commission; revision of 
section 77, of the federal bankruptcy act, to facilitate 
reorganizations of railroads; dismissal compensation for 
railroad employes displaced through coordination pro- 
jects; prescription by the Commission of minimum as 
well as maximum joint rail-water rates and of through 
railroad routes where deemed necessary in the public 
interest regardless of the sheadmbhauling of any carrier ; 
inclusion of ports and gateways in the protection of sec- 
tion 3 of the interstate commerce act against undue pref- 
erence and prejudice; restoration of the fourth section 
of the interstate commerce act to the form it had prior 
to the legislation of 1920; and shortening the statutory 
periods of limitation with respect to reparation claims to 
one year in the case of overcharges and undercharges 
and to 90 days in the case of all other claims. 

Legislation along the lines recommended by Coor- 
dinator Eastman was passed with respect to regulation 
of highway carriers, revision of the federal bankruptcy 
act, and inclusion of ports and gateways in the protec- 
tion of section 3 of the act. The other recommendations 
are still pending and may be considered at the next ses- 
sion of Congress. The Senate interstate commerce com- 
mittee favorably reported a revision of the Eastman bill 
providing for regulation of water carriers and it was at 
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one time the unfinished business before the Senate. It 
was displaced, however, and not taken up again. It is 
pending on the Senate calendar and may be considered 
at the next session. No action was taken on the measure 
by the House committee on merchant marine and fisheries 
after that committee held hearings on it. , 

The interstate commerce committees of both branches 
of Congress held hearings on organized railroad labor’s 
bills relating to different phases of railroad operation, 
the enactment of which railroad management said would 
increase expenses of operation by hundreds of millions of 
dollars. These measures included the “full crew” bill, 
the bill limiting the length of trains, and signal and track 
inspection bills. The bill providing for a six-hour day on 
the railroads was not taken up. The committees did not 
report any of these bills. 

Following the decision of the Supreme Court of the 
United States of May 6 declaring unconstitutional the 
railroad retirement act passed by Congress in 1934, or- 
ganized railroad labor leaders initiated a movement to 
have new pension legislation enacted, notwithstanding 
the broad sweep of the Supreme Court’s decision barring 
congressional action on the subject. Out of this came two 
bills—one a pension bill providing for retirement of rail- 
road employes and the payment of pensions to them out 
of the federal treasury, and the other a tax bill laying 
an excise tax on the railroad companies and an income 
tax on the railroad employes. Though these bills were 
not tied together, so far as their provisions were con- 
cerned, it was conceded that the purpose of the tax bill 
was to reimburse the treasury for the payment of pen- 
sions required by the other bill. These bills, as amended, 
were passed by Congress. If these measures are upheld 
by the Supreme Court it is conceded that Congress may 
deal, as it did in these bills, with any group of employers 
and employes. The way these measures were rushed 
through the legislative hopper, particularly the tax bill, 
one might surmise, indicated that Congress, bold as it 
had become in voting money for this and that or requir- 
ing others to provide money for this and that, was 
ashamed of itself. The tax bill was passed in the Sen- 
ate and in the House without a single word of explana- 
tion as to what it provided. Here was something to be 
done, apparently, and it was done quickly. 

It appeared for a time that at least the House would 
act on the Pettengill bill amending the fourth section of 
the interstate commerce act by eliminating the long-and- 
short haul clause, but proponents of the legislation were 
unable to obtain a rule from the House committee on 
rules for consideration of the bill, which was favorably 
reported by the House committee on interstate and for- 
eign commerce. The bill, however, may be taken up 
early in the next session. 

Congress passed a joint resolution, which was ap- 
proved by the President, extending title I of the emerg- 
ency railroad transportation act for a year from June 
16, 1935. This had the effect of continuing for a year 
from that date the office of the Federal Coordinator of 
Transportation. At the next session of Congress the 
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issue will arise as to making this office permanent jp th 
federal establishment. Provision therefor is made jp th 
Coordinator’s bill reorganizing the Commission. 4, 
bill was opposed by the Commission and by mem 
of Congress, including Chairman Rayburn, of the Hon 
committee on interstate and foreign commerce. 

The Senate provided for an investigation of fing! 
cial activities of railroads by its interstate commen 
committee and this investigation is now being pursyy 
under the supervision of counsel employed by the cy 
mittee with a view to hearings being held later in ¢ 
year. Under the resolution providing for the inquiry, ; 
was provided that the railroads to be investigated shou 
be named by the Federal Coordinator of Transportatio, 
This investigation was urged by Chairman Wheeler, , 
the interstate commerce committee, who also introducg 
a bill providing for government ownership of railroak 
This bill will be “alive” at the next session. Coordin, 
tor Eastman assisted in the preparation of the bill g 
the request of Chairman Wheeler, though the Coording 
tor said he was not advocating passage of such a bill. 










ong Ma 






Dut of t 


bis havil 


In the field of air transportation the Senate inter. 


state commerce committee favorably reported a bill, simi. 
he wa 


lar in many of its aspects to the Eastman highway and § ; nel 
waterway regulation bills, providing for regulation by did nc 
the Commission of air carriers and airports. No further § jion a 
action was taken on it. Congress revised the air mai] fhe 


act of 1934, giving the Commission authority to pre rage 


scribe rates for transportation of air mail and prescrib- § Dep 
° ° ° ‘ ‘ ing ¢ 
ing duties with respect to inspecting the books and ac & jotni 
counts of carriers. — 
an 
The Senate commerce committee and the House §% defe 
committee on merchant marine and fisheries spent many 
hours of labor on bills providing for subsidization of the & emi 


American merchant marine and for regulation of ship- Ban 


ping. The House, by a close vote, approved the bill Age 
recommended by its committee. Action in the Senate, - 
however, was blocked, principally, perhaps, because of FH of: 
the opposition of Senator Black, of Alabama, chairman si 
of the special committee appointed to investigate ocean J an 
mail contracts. The report of this committee, severely = 
condemning things it said were revealed with respect to He 
operation of the ocean mail subsidy under the Jones: ae 
White act of 1928, was made public at a time when the lie 
proposed subsidy bills were under consideration. Chair- z 
man Copeland, of the commerce committee, attributed 

failure of ship subsidy legislation to the fact that, in the , 


shipping industry there were so many different opinions . 
as to what should be done. Finally, Congress passed a 
joint resolution extending until March 31, 1936, the time 
within which the President may modify or cancel exist- 
ing ocean mail contracts. The President does not have to 
do anything under the resolution if he does not wish to 
and the contracts may continue in existence as pro- 
vided in the terms thereof. However, the power to deal 
with the contracts is regarded as in the nature of a 
threat and another attempt to supplant the contracts 


with new legislation is expected to be made before the 
(Continued on page 354) 
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Current Topics in 
Washington 





Just what was back of Huey Long’s 
filibuster that killed the third deficiency 
bill, if anything other than egotism, has 
not been found out. Immediately after 
Huey, had done that, the new dealers im- 
paled him with anguished shrieks about 
is having killed their social reforms by depriving them of money 
o set up organizations. 

That anguish was good politics for a short time. After the 
Vhite House conference on ways and means to overcome the 
supposedly bad effect of no funds, the optimism of the par- 
icipants indicated that, even if Congress had not appropriated 
oney for rail pensions, social security, and things of that 
sort, they would get it somewhere. The Department of Agricul- 
ure went ahead with plans to peg the price of cotton, but such 
slain language was not used, though Senator Long was sup- 
posed to have killed the cotton and wheat price-pegging sub- 
sidy scheme. 

At first, Senator Robinson, the majority leader, was accused, 
or at least suspected, of bone-headed playing, by reason of 
ignorance of facts, in permitting the Senate to adopt an ad- 
journment resolution before all work was cleared away. But 
he was not bone-headed, even if bull-headed. Senator Norris 
of Nebraska, warned him of that danger so that, if the Arkansan 
did not sense it, he was definitely advised on that point. 

All of which tends to create a mystery and raises the ques- 
tion as to whose chestnuts Long pulled out of the fire or though’ 
he pulled out of it. Seemingly, he did not stop the run on the 
treasury represented by the 12-cent a pound “loan” forced on 
the Senate by Senator Byrnes, of South Carolina, for the 
Department of Agriculture went right along preparing for pay- 
ing cotton farmers by a complex process, 12 cents a pound, as if 
nothing had happened. And the White House seemed to have 
found a way for getting social security, rail pension machinery, 
and other pet organizations on their feet notwithstanding the 
defeat of the deficiency bill. 


ong May Have 
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Now that the country has an embargo 
act on its statute books again, it may be 
pertinent to observe that, nearly 128 years 
ago, Congress enacted embargo and non- 
intercourse laws as a guard against this 
country being drawn into the Napoleonic 
wars. For fourteen months this land denied itself the benefits 
of foreign trade in the vain hope of keeping out of trouble. 

In those fourteen months southern states lost about 85 per 

cent of their export business, the middle states somewhat less, 
and New England about 72 per cent. Four years later war was 
declared. Some Americans believe Napoleon tricked us into 
that war. That was all right from Napoleon’s point of view. 
He had sold Louisiana to the young republic without having 
a clear right to do so. He had not carried out his engagements 
with Spain with respect to Louisiana as some historians be- 
lieve—hence, Jefferson had bought Louisiana with a cloud on 
its title. Spain, however, was a declining power and could 
not check the Corsican. 
The embargo legislation enacted at the session of Congress 
just over relates mainly to war materials and the traveling of 
Americans in the ships of belligerents and in war zones, It puts 
such Americans outside the protection of their country. . 

But it may be suggested that, if the Italo-Ethiopean affair 
results in a general war, or even a severe local affair in Africa, 
the embargo will mean chiefly that Americans who have war 
materials to sell secretly will have to hire non-belligerents, 
such as Mexicans and South Americans to act as go-betweens, 
if they can make satisfactory credit arrangements for what 
they have to sell. That will be so unless this government 
enforces the “continuous voyage” rule of 1756. The English 
invoked that rule in the Napoleonic wars period, much to the 
hurt of American commerce. Under that rule the United States 
might pursue war material shipments from the United States 
that had been turned over to Mexicans or other non-combatants 
and undertake to enforce the embargo law. Italy or some other 
nation could also follow that rule and go after the goods shinped 
in violation of the embargo act—“O Grant Me” act, infuriated 
New Englanders, most of them Federalists, called it, in 1808. 


Embargo Act Not 
An Assurance 
Against War 
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Thereby they vented their political spite against the Republicans 
who had come into power in 1801. The “continuous voyage” 
doctrine was applied by the United States in the war between 
the states as to shipments of war materials to Mexican ports, not, 
however, without protests from Europe. Thereby the validity 
of the rule that it makes all the difference whose ox is being 
gored was again attested. 





Since Commissioner Eastman is not a 
patronage hunting politician, association 
with him seems to assure the getting of 
good places by those who have helped him 
with his various tasks. 

Appointment of Commissioner Caskie 
is attributed, rightfully or wrongfully, in large measure, to ap- 
proval by Coordinator Eastman of his southern traffic assistant. 
Before that James W. Carmalt, once Eastman’s assistant, was 
made a member of the National Mediation Board. And last week, 
Robert E. Freer, one time an attorney in the valuation work of 
the Commission, later a research assistant on the Coordinator’s 
staff, and still later special counsel for the Senate interstate com- 
merce committee, was nominated and confirmed as a member of 
the Federal Trade Commission. That was done in about as 
short a time as possible under the rules of the Senate. As 
special counsel for the Senate committee, Mr. Freer might have 
been called assistant to Senator Wheeler. His appointment, it 
may be suggested, is a compliment from both the Coordinator 
and the chairman of the Senate committee, his two most recent 
bosses, 

Commissioner Freer is a son of the late Guy Freer, a 
prominent figure in traffic for many years on account of his work 
at Cincinnati and in the National Industrial Traffic League. 

In any enumeration of the good things that have happened to 
men who have served with Commissioner-Coordinator Eastman, 
John L. Rogers, chief of the Commission’s new Bureau of Motor 
Carriers, a $10,000 a year position, is not to be overlooked. Mr. 
Rogers was transferred from the Commission’s staff to that of 
the Coordinator. Then the Commission selected him to head the 
new bureau. 


Get on Eastman’s 
Staff and Get 
a Better Job 





It may be, as some have as- 
serted, that railroading is a dying 
industry, but Senator Copeland, of 
New York, for many years a prac- 
ticing physician and, therefore, sup- 
posed to know at least when human 
being are dying, probably is of a different opinion. 

Carloading was taken by him, just before the end of the last 
session of Congress, in a running debate with Senator Bailey, 
of North Carolina, as evidence that the condition of the Amer- 
ican people “now is just as bad as in 1933, and in some respects 
worse.” 

Huey Long of Louisiana, to help Copeland, a supporter of 
President Roasevelt, make his point, observed that the sta- 
tistics of the American Federation of Labor, August 22, 1935, 
showed that 359,000 more persons were out of work than in 
August, 1934. 

Senator Copeland promised the North Carolina senator to 
show him why he said the American people were in just as bad 
a condition in 1935 as in 1933, and, in some respects worse. That 
he did by comparing carloadings, month by month, in 1935, 1934 
and 1933. That comparison showed fewer cars in some months 
in 1935 than in the same months in 1934 and lower in June, July 
and the first week of August, 1935, than in those periods in 1933. 

But, said Senator Bailey, Senator Wagner, of New York, 
Senator Copeland’s colleague, had pointed out that the total 
income of the nation had risen from $29,000,000,000 in 1933 to 
$33,000,000,000 in 1934. Senator Copeland said he could well 
believe that the money income had risen by reason of higher 
prices in some industries, but he insisted that he desired to use 
the volume of business as the yardstick rather than the income. 

“The volume of business,” said he, “is what determines em- 
ployment and prosperity.” 

“The senator will agree,’ interposed Senator Bailey, “that 
truck transportation has had a great deal to do with the reduc- 
tion in railway car loadings.” 

“If I were attempting to compare the carloadings of 1935 
with the carloadings of 1930,” said Senator Copeland, “I would 
say ‘yes,’ but I will not admit that the truck business of 1934 
was any less than the truck business of 1935. That is my convic- 
tion, and all one has to do to prove it is to examine into the 
sales of trucks. There is no doubt that the car-loadings are 
declining, and they indicate to a certainty, to my mind, an 
effect on the welfare of the country. I am not finding fault with 
my colleague. He is talking about money return; I am talking 
about the volume of business and I know perfectly that, while 
there may have been some stimulated employment in certain 
places, if there is material reduction in the number of car load- 


Senator Copeland 
Still Regards Carloading 
as a Good Index 
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ings, it is proof conclusive to me that there is a decline in the 
welfare of the country.” 


It is almost unbelievable that there 
is a grant of power in the Constitution of 
the United States that has never been 
used, Yet the President has never exer- 
cised the power to put an end to a session 
of Congress. 

The King of England has the power to put an end to a meet- 
ing of parliament for any of a number of reasons, by prorogation. 
The Constitution, Article II, section 3, gives the President power 
to send Congress home. That part of the fundamental law, which 
is in an enumeration of the powers of the President, says he may 
convene both houses or either of them, “and, in case of disagree- 
ment between them, with respect to time of adjournment, he 
may adjourn them to such time as he shall think proper.” 

Attention was called to that never-exercised power, August 
24, by the fact that the House and Senate seemed on the point 
of falling into a disagreement about the time of quitting. The 
House had indignantly refused to consider the Senate’s amend- 
ment giving cotton farmers a guaranty of 12 cents a pound on 
their product and wheat farmers 1.5 cents a pound on their 
product. Thereupon, the Senate, with equal indignation, re- 
scinded its concurrence in a House resolution providing for 
adjournment at midnight of August 24. But the angry chorus 
did not last long—only long enough for some one to recall that 
never-used power of adjournment.—A, E. H. 


President Has 
Never Prorogued 
Congress 


CONGRESS AND TRANSPORT 
(Continued from page 352) 

expiration date of the President’s power. At one time 
Chairman Copeland explained the desire to extend the 
power on that basis—that is, that the existence of the 
power might result in enactment of other legislation. 

The proposed ship subsidy legislation was objec- 
tionable, from the point of view of regulation of ship- 
ping, in that it proposed placing in the body that would 
administer the subsidy provisions the authority to regu- 
late shipping. The regulation work should be done by 
a body not identified with the body administering the 
subsidy. They are not related activities in any sense. 
On the other hand, if both were entrusted to a single 
body there would be conflict in administration, due to 
the body having an interest from the financial point of 
view in subsidized lines being required, at the same time, 
to regulate the lines in the public interest. 





In the last hours of the session Congress passed the 
bill amending the inland waterways corporation act to 
extend its provisions relating to the making of joint 
water and rail rates to the Sacramento, San Joaquin, 
and Savannah rivers. Every now and then Congress has 
been adding a river or two to those already covered by 
the act. 

Congress passed the bill amending section 27, of the 
merchant marine act, to permit Canadian-owned fer- 
ries to operate on the Great Lakes. It failed to take final 
action on the bill passed by the Senate giving effect to 
the so-called Hague Rules governing the carriage of goods 
by sea. It passed bills under which members of the Com- 
mission, not reappointed, will hold office until their suc- 
cessors have been appointed and have qualified as com- 
missioners, and providing for the submission of the an- 
nual report of the Commission to Congress in January 
instead of December, on account of the change made in 
the meeting of Congress under the so-called “lame duck” 
amendment abolishing the short sessions of Congress 
that expired by limitation. Final action was not taken 
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on the bill to create a travel bureau in the Departs 
of Commerce to stimulate travel of foreigners in 4 
United States or on another measure to revise the 4 
system of imposing tolls on vessels using the Pan» 
Canal. 

All measures pending at the close of the session yj 
be “alive” for consideration at the next session. 

In keeping with its illogical legislative course, , 
Seventy-fourth Congress adjourned its first session g 
die at midnight August 26 without providing money {j 
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‘arrying on activities required in legislation previoug! ~ expo 
approved, such as the motor carrier regulation work impo fart 
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the Commission and the work of the Railroad Ret he 
It appear! 

ment Board. Difference of opinion as to one item jfipota iD ' 
» bt) come —_— — om. stabilize 
the bill caused the failure to provide the money, T\ iP npeti 
sort of thing should be stopped, but we are not hopefj Mo 

‘“ aa | P . tar 
that it will be. It is a sad comment on our system ¢ atte 
government and our administration of it that one jackafimrate St 
in Congress can, by merely talking, thwart the will of tiy the ort 
entire body. That there may be sweet as well as bitty[ules, ¢ 

. ‘ cil . ‘ : whic 
consequences is no justification for such clownish antig made | 
nor for rules permitting them. in its 

statute 
subjec 
PASSENGER FARE INQUIRY oll 
The Traffic World Washington Bure - 
An investigation of the plan of John A. Hastings (see Trat. 7 
fic World, Aug. 3, p. 189) for making passenger fares on tions” 
modification of the postage stamp theory, and also of the tents fi of 192 
tive report of Examiner Koch in the Commission's passenge: ae 
fare inquiry, by the Commission, is called for in a House resol. o¢ m 
tion (367) offered by Representative Brunner, of New York §® buyet 
The resolution was referred to the House committee on inter. ote 
state and foreign commerce. ne 8 
The resolution refers to economic and railroad conditions the § 
and to the desirability of improving them and then adds: ~ot 
Whereas various plans have been proposed and advanced which soe 
have for their purpose the resuscitation of railroad traffic and the mod 
enhancement of railroad revenue and the revitalization of railroad ing 
purchasing capacity and the restoration of its labor-employing powers, | 
notable among which plans are the report made to the Interstate be 
Commerce Commission by Irving L. Koch, one of its examiners, ani filin 
a plan for postalizing the railroad passenger traffic advanced by one Con 
John A. Hastings, of New York, both of which have attracted wide- filin 
spread attention; and ters 
Whereas it is the desire of the Congress of the United States t 
have the benefit of the advice of the Interstate Commerce Commis- 
sion as to the soundness, wisdom, and practicability of both of these j: 
plans as well as of any others which to its attention may come : 
Therefore be it 
Resolved, That the Interstate Commerce Commission be, and it sad 
hereby is, directed forthwith to initiate and engage in a_ thorough nic 
study, examination of, and investigation into the merits of the Koch an 
report and the Hastings plan to postalize passenger transportation sid 
as a means for national recovery through the reorganization of the 
traffic and revenue policies of the railroads and to report its recom- et 
mendations, together with a record of its hearings, to the next session di 
of this House, not later, however, than the 10th day of January, 1936 ra 
No action was taken on the Brunner resolution, other than te 
the referring of it to the interstate and foreign commerce comn- It 
mittee, before Congress adjourned, sine die, August 26. It may Ww 
be considered at the next session. a 
i 
TRAVEL BUREAU BILL b 
Objection by Representative Wadsworth, of New York, on a 
the ground that he saw in the bill the beginning of a new d 
bureau in the government, blocked consideration in the House t 
of S. 33, the Senate bill providing for a travel bureau in the ( 


Department of Commerce to encourage travel by foreigners it 
the United States. 


DROUGHT RELIEF RATES 


The Commission, by Commissioner Aitchison, by amendment 
No. 3, to drought order No. 22, has extended the effective date 
of the relief rates on hay and other forages to points in the 
drought stricken areas to September 16. The rates otherwise 
would haye expired, by limitation, with August 31. The relief 
rates apply to points in the stricken areas in Colorado, Kansas, 
New Mexico, Oklahoma and Texas. 
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MINNEAPOLIS FLOUR RELIEF 


HE cut of four cents in the rate on flour from Minneapolis 
to Chicago on traffic going beyond the Illinois-Indiana line (see 
raffic World, August 24), when that flour is the product, in 
part, at least, of wheat brought in from such a point as Kansas 
ity or Duluth, modifies the order in No, 17000, part 7, grain 
nd grain products within products within western district and 
or export in such a Way as to enable Minneapolis millers to 
>) farther afield than usual in obtaining wheat for grinding. 
The going farther afield is made necessary on account of rust 
appearing in the spring. wheat crop of the Dakotas and Minne- 
sota in unusual violence. The cut tends to, if it does not wholly 
stabilize the present cost of the Minneapolis millers with that of 
ompetitors outside of the northern milling area. 

Modifications in the rate structure also are to be made in 
the tariffs the carriers have been authorized to file on notice 
of fifteen days so as to extend the benefit of the change in the 
rate structure to mills in southern Minnesota. 

While the changes in the rate structure are referred to in 
the order of the Commission, division 2, as emergency sched- 
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bitte ules, the permission was not given under section 22, under 
anti which drought relief rates are made. Instead they are to be 
c (8 


made under the Commission’s ordinary power to make changes 
in its decisions and to allow rates to be published on less than 
statutory notice. That being so, the schedules when filed, were 
subject to protest and suspension in the event the Commis- 
sion learned something from the protests it thought should 
cause it to suspend them. The order follows: 


It appearing to the Commission, from representations made by 
milling and carrier interests at Minneapolis, Minn., that the devasta- 
tions of rust have caused a large proportion of the Spring wheat crop 
of 1935, particularly in the States of North Dakota, South Dakota and 
Minnesota, to be seriously deficient in weight per bushel and in pro- 
tein content; that the sale, for milling purposes other than for feed, 
of much of this wheat by the grower will be impossible unless the 
buyers and millers thereof can procure wheat from other localities 
to mix with the northwestern Spring wheat in quantities sufficient to 
produce a merchantable flour; and that the general situation affecting 
the northwestern Spring wheat crop presents an emergency in which 
the growers of this wheat and the millers thereof will suffer great 
and irreparable loss unless the carriers are authorized, in response to 
their stated purpose, to file and publish certain emergency schedules 
contained in Supplement No. 9 to I. C. C. No. A-2590 L. E. Kipp, 





hich ; 
the agent, to expire March 31, 1936, which schedules, in the absence of a 
modification of the findings and order in the above entitled proceed- 


road 
a ing would be in conflict therewith: 

tate It is ordered: That the said findings and order in said proceeding 
and he, and they hereby are, modified to the extent of permitting the 
one filing and posting of said emergency schedules, upon notice to this 
de. Commission and the general public, by not less than fifteen days 


filing and posting, in the manner prescribed in section six of the in- 
terstate commerce act. 


is- 


«{) AGRICULTURAL IMPLEMENT RATES 


it With Chairman Tate and Commissioner Mahaffie not par- 
rh ticipating in the case and with Commissioners Lee, McManamy 
and Porter writing their own views, the Commission, on recon- 
1e sideration. in No. 25815, Consolidated Wagon & Machine Co. 
: et al. vs. Baltimore & Ohio et al., has modified the finding of 
division 4 in the prior report, 208 I. C. C. 629, in respect of 
™ rates on agricultural implements from points in official Illinois 
n territories to destinations in Idaho and Utah for the future. 
F It has affirmed the finding that the rates which are to be changed 
j were not unreasonable in the past. 
5 Under the modification for the future a differential of only 
15 per cent is to be added to the rates west of Cheyenne, Wyo., 
Instead of 30 per cent. New rates on the revised basis are to 
be made effective not later than November 29. The percentages 
as here stated are those used by Commissioner Porter in his 
dissent. The Commission, in its finding, indicated the method 
to be followed in making the new rates, without using the per- 
centages stated by Commissioner Porter. 
_ The commodities covered by the finding are agricultural 
implements and extra parts, including farm vehicles, traction 
engines and extra parts thereof. 
This reconsideration was on petition of the complainants. 
In their petition, the Commission said, they maintained that the 
addition of differentials aggregating as much as 30 per cent 
for the distances west of Zone III, as described in the western 
class rates revision, and the finding that the rates were not 
unreasonable in the past, were not supported by the facts of 
record nor by findings in many cases in which 15 and 20 per 
cent differentials were prescribed and reparation was awarded 
‘0 a somewhat higher basis. 
According to the report the railroads had indicated that 
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they intended to publish a general adjustment of class rates from 
all points in western trunk line, official-Illinois territories to all 
points in Utah and southern Idaho, based on a 20 per cent dif- 
ferential for the distances west of Zone III. The Commission 
said that since 15 per cent differentials were prescribed for dis- 
tances in Wyoming west of Zone III, the addition of another 5 
per cent differential for the distance in Wyoming on traffic des- 
tined to points beyond Wyoming was violative of the principle 
that rates for hauls through territories of different levels should 
duly reflect such levels. 

Much of the report was devoted to the question of draw- 
ing a distinction between unreasonableness for the future and 
the quality of the rates in the past in instances in which the 
Commission found the rates unreasonable for the future but not 
in the past. On that point the Commission, in disposing of 
the case, said: 


Division 4 said in the prior report that it does not appear that 
any of the rates assailed were unreasonable as compared with rates 
which have been maintained generally to the territory embracing 
the destinations concerned and that a finding that they were un- 
reasonable therefor is not warranted. Complainants contend that 
the measure of past rates cannot be different from that which de- 
termines reasonable rates for the future since the circumstances 
and conditions affecting transportation have been the same through- 
out the reparation period as they were at the time the case was 
submitted and that the finding as made as to rates for the future 
could have been no different if it had been made on the date of 
the hearing. Reparation was awarded in Covey-Ballard Motor Co. 
vs. Alton & S. R., 174 I. C. C. 674, cited by complainants, to a higher 
basis than that prescribed for the future. Division 4 there said at 
page 687: 

“The rates and charges assailed, however, appear to have been 
and to be unreasonable under any prover adjustment, and reparation 
should be awarded to a basis reasonable compared with the general 
level of rates and charges contemporaneously maintained on auto- 
mobiles from the same and other points to destinations in mountain- 
Pacific territory.” 

We believe that such comparisons may proprely be determinative 
of the reasonableness of rates in the past. The assailed rates must 
be dealt with as a part of a general rate structure and should not 
be condemned for application in the past if in harmony with that 
structure unless there is warrant for the condemnation of the ap- 
plication in the past of the entire structure and any related struc- 
tures. A change in the distribution of a proper transportation burden 
or a reduction in the burden in its entirety does not necessarily 
warrant the application in the past of the rates which were reduced. 
Carriers’ operations must be based upon the anticipation of traffic and 
revenue derived therefrom. A complainant who quite likely would 
have been in no better position under a lower level of rates if such 
lower level had been available to competitors and all others, has 
no sound ground for 4 demand for refunds of revenue received and 
used by carriers if derived from rates that were part of a general 
rate structure that provided no more revenue than was then neces- 
sary for the operation of reasonable facilities. The record may show 
no change in transportation conditions at any definite time during 
the period when the rates assailed applied, but a definite change 
in circumstances takes place with notice of a reduction in rates 
which can be met by the carriers in a manner that is not possible 
in dealing with a past situation. We believe it would be unjust to 
the carriers to find the rates here assailed unreasonable in the past. 

Comparisons with rates and rate bases prescribed by us for ap- 
plication to, from and within mountain-Pacific territory and territory 
east thereof, warrent lower rates for the future than those prescribed 
by division 4. 

We find that the rates assailed will be unreasonable for the 
future to the extent that they may exceed rates that would be 
applicable under scales of rates on the articles under consideration 
prescribed in Western Trunk Line Class Rates, 164 I. C. C. 1, 181 
I. Cc. C. 301, and 204 I. C. C. 595, constructed in the same manner 
as rates therein prescribed on such articles to zone IV points, the 
entire distances over lines west of zone III to be treated the same 
as like distances within zone IV. The finding by division 4 that the 
assailed rates in the past were not unreasonable is affirmed. An 
order for the future will be entered vacating the order of division 4 
and requiring the establishment of the rates herein found reasonable. 


Commissioner Lee concurred so far as the rates for the 
future were concerned. Commissioner McManamy also con- 
curred in the rates for the future but disagreed with the majority 
in its finding that the rates in the past were not unreasonable. 

Commissioner Porter, dissenting, said that a decent regard 
for the Commission’s repeated holding fixing a just standard 
by which it might determine reasonable rates from the east to 
this destination territory compelled him to dissent. He said 
that the majority now went to the extreme in disregarding 
precedents and added a differential of but 15 per cent west 
of Cheyenne. He said he did not concur in the denial of repara- 
tion, believing such action to be entirely arbitrary. 


COMMISSION REPORTS 


Steel Pipe 


No. 26663, Gulf Pipe Line Co. vs. I.-G.-N. et al. By division 
2. Rates charged, second hand steel pipe, Norphlet, Ark., and 
East Point and Ringgold, La., to Camps, Gladewater, Gulf, and 
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Overton, Tex., unreasonable, on shipments between March 7 and 
June 6, 1934, to the extent they exceeded 38 per cent of first 
class rates and differentials, if and when differentials were ap- 
plicable. Reparation awarded. 


Paper 


No. 26630, Wisconsin Paper & Pulp Manufacturers’ Traffic 
Association et al. vs. Ann Arbor et al., a sub-number thereunder, 
Badger Paper Mills, Inc., vs. Same and No. 26698, Nekoosa Ead- 
wards Paper Co. et al. vs. Same. By division 4. Dismissed. 
Rates, printing paper, wrapping paper and paper articles classi- 
fied therewith, points in Wisconsin and Michigan to destinations 
in official territory, not unreasonable. 


G. A. Tank Car Allowance 


Ex Parte No. 104, Part 2, General American Tank Car Cor- 
poration terminal allowance. By division 6. Fortieth supple- 
mental report. Allowance to the corporation mentioned, for 
terminal service performed at the industry’s plant at East Chi- 
cago, Ind., found to be unlawful. Carriers ordered to cease and 
desist, not later than October 9, paying such allowance. 


Pacolet Allowance 


Ex Parte No. 104, Part 2, Pacolet Manufacturing Co. 
operating allowance. By division 6. Forty-first supplemental 
report. Allowance of $75 a month by the Southern Railway for 
switching performed at Pacolet, S. C., found to be lawful. The 
Commission said the allowance must be published in tariff form. 
The Pacolet company operates a cotton mill on the Pacolet 
River at the end of a branch line of the Southern. The plant 
is nearly three miles from the main line of the Southern. The 
latter built the branch to serve the cotton mill, It made a 
contract with the industry whereby the latter was to have 
entire control of operations on the branch line, the Southern to 
furnish an engine, maintain the tracks and pay the industry 
$75 a month toward the cost of operation. For several years 
the Southern performed the service on the branch line with its 
light engine. When the carrier adopted heavier engines it 
made the arrangement whereby the industry performed the 
branch line service. The arrangement was made in 1909. The 
Commission said that obviously the monthly contribution pro- 
vided for in the contract did not exceed the cost to which the 
Southern would be put in performing the service with its own 
power without interruption or interference and that in the 
absence of a showing that the arrangement resulted in undue 
preference or unjust discrimination, such allowance might not 
be deemed unlawful. A carrier, the report said, might employ 
the shipper or owner of the property transported to render the 
service for it, with the limitation that the allowance paid was 
no more than was just and reasonable. 


Fresh Peaches 


No. 26616, A. Jacob & Co. et al. vs. Michigan Central et al. 
By division 4. Dismissed. Rate charged, one carload, fresh 
peaches, Hogansville, Ga., to Toledo, O., found applicable. Ap- 
plicable rate not unreasonable or otherwise unlawful. 


Sheet Steel and Wall Ties 


No. 26670, Tension Brothers vs. Illinois Central et al. By 
division 4. Dismissed. Rates, corrugated sheet steel and steel 
wall ties, Delphos, O., stopped for transit service at Texarkana, 
Ark., and reforwarded to Oklahoma City, Okla., in January and 
June, 1931, found applicable. 


Oranges 


No. 26728, Gregg Maxcy, Inc., vs. Lehigh Valley et al. By 
division 4. Rate, carload oranges, Avon Park, Fla., to Rochester, 
N. Y., shipped January 4, 1934, unreasonable to the extent 
that it exceeded $1.23, minimum 39,960 pounds. Reparation 
of $188.62 awarded. 


Wrought Steel Pipe 


No. 26738, Youngstown Sheet & Tube Co. vs. A. T. & S. F. 
et al. By division 5. Rates wrought steel pipe, Artesia, N. M., 
to Olney, Houston and Hull, Tex., applied on shipments be- 
tween October 17 and November 25, 1935, inapplicable. Ap- 
plicable rates found to have been 78 cents to Olney and 92.5 
cents to Houston and Hull. Applicable rates to Olney and 
Houston found unreasonable to the extent they exceeded 74 
and 91 cents respectively. Reparation of $701.30 awarded. 


Clay Slabs 


No. 26815, United States Quarry Tile Co. vs. B. & O. et al. 
By division 4. Emergency charge, 2 cents a 100 pounds, col- 
lected on 17 carloads, clay slabs, shipped between January 23 
and October 27, 1932, East Sparta, O., to points in Illinois, Massa- 
chusettes, New York, Pennsylvania and Ontario, Can., unrea- 
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sonable to the extent it exceeded 1 cent a 100 pounds, y, 
the Commission said was the charge authorized. Reparaty 
awarded. 






Steel Tug Boat Minimum 






In the digest of No. 26746, Stevens Brothers-Miller Hyp, 
son Co. vs. N. O. & N. E. et al. (see Traffic World, Augug ; 
p. 309) the minimum weight prescribed in connection With: 
new rate, steel tug boat, New Orleans, La., to Sheffield, y 
was erroneously given as 34,000 pounds, subject to Rue 
It should have been 24,000 pounds, subject to Rule 34, 


Coal 


Fourth section application No. 15818, coal to Cincinnatj , 
trict; also fourth section applications Nos. 5439, 10022 » 
11424. By division 2. Authority granted, in fourth seq, 
order No. 12005 to the New York Central and other capa 
to establish rates, bituminous or cannel coal and bituming 
coal briquettes, mines in the inner crescent district in Virgin 
and West Virginia to Cincinnati, O., and points within 4 
Cincinnati switching district without observing the longay 
short-haul part of section 4, the same as contemporanegyy 
in effect from inner crescent points on the Chesapeake & (jj 
and Norfolk & Western but not lower than the present mt, 
from the latter points; from mines and stations in the oyty 
crescent district, rates 10 cents higher than those from poin, 
in the inner crescent district; and from points on the Virginiy 
in the Radford district, rates 20 cents higher than from poiny 
in the outer crescent district; provided that the rates to ty 
higher rated intermediate points shall not exceed the lowe 
combination and shall not be increased unless authorized 
the Commission, except with respect to the rates to station 
Slate Mills to New Vienna, O., inclusive, to which points raty 
from mines in the inner crescent district shall not exceed $2() 
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a net ton. In fourth section order No. 12006 the Commissin 
has vacated and set aside, effective December 21, 1935, th Min F 
relief granted in fourth section order No. 7863, dated April 73 its a 
1921, and based on fourth section application Nos. 5439, 1002), the 
and 11424. of A 
Gasoline, Etc. its 1 
Fourth section application No. 15887, petroleum products gag 


from Gretna, Marrero and Westwego, La. By division 2. Mis 4.5 
souri Pacific and Texas & Pacific authorized in fourth section of 1 
order No. 12007 to establish and maintain a rate of 15 cents, loa: 
gasoline, kerosene and naphtha, from Gretna, Marrero and West. lial 
wego, La., to Memphis, Tenn., without observing the long-ani- $9¢ 
short-haul part of section 4. This permission authorizes lines rel 
on the west bank of the Mississippi River to establish a rate iss 
the same as that maintained by the east bank lines instead of 


a 30 cent rate. The Commission in this case found actual and to 
compelling rail-water competition, that the proposed rate was ce 
reasonably compensatory, not lower than necessary to meet ea 
that competition and that the intermediate rates would not ol 
be in excess of reasonable maxima. . 
( 

Ground Tankage 0 

No. 26511, Wilson & Toomer Fertilizer Co. vs. Chesapeake T 


& Ohio et al. By division 4. Dismissed. Rate, ground tank D 
age, Chicago, Ill., to Jacksonville, Fla., not unreasonable. A 
rate of $9.14 a net ton was applied on shipments in November 
and December, 1930. A rate of $7.35 a net ton, which was 
established on April 20, 1933, on the basis prescribed in Fertilizer 
and Fertilizer Materials, 151 I. C. C. 613 was sought for appli- 
cation on the 1930 shipments. 


Switching at Dubuque, la. , 


I, and S. No. 4085, switching at Dubuque, Ia. By division 4, 
Proposed refusal of the Chicago, Milwaukee, St. Paul & Pacific 
to perform switching service at Dubuque in connection with 
traffic received over other lines at that point, found justified. 
Order of suspension vacated and proceeding discontinued. The 
track on which the traffic in question is delivered, by reason of 
changes in conditions, is now considered by the Milwaukee 
road as a team track instead of, as formerly, an industrial track 
and that delivery of cars on which other railroads have had 
the line-haul is not within its obligations. The Milwaukee con- 
tended that it should not be required to provide storage tracks 
or terminal facilities for connecting carriers as it claimed it 
was virtually doing under the schedules that now govern switch- 
ing service to the plant of the Dubuque Lumber and Coal Co., 
a member of the Northwestern Lumbermen’s Association, which 
protested the suspended schedules. The Commission said that 
the present method of handling the lumber company’s traffic, 
to an extent at least, had the effect of opening up the respond- 
ent’s terminals to the use of connecting carriers at Dubuque on 
traffic on which the Milwaukee received only a small switching 
charge. Commissioner McManamy, concurring, said he did not 






























of this carrier to refuse to render service, 


right 
ncede the at a reasonable rate. 


itching or other, 


PROPOSED REPORT 
Track Connection 


No. 26868, Keyes Railway Committee et al vs. Beaver, Meade 
Englewood Railroad Co. et al., and a sub Number thereunder, 
me vs. Elkhart & Santa Fe et al. By Examiner Alfred G. 
agertY. Dismissal proposed. Physical connection at Keyes, 
Dkla between the tracks of the Beaver, Meade & Englewood 

jlroad and those of the Elkhart & Santa Fe proposed to be 
and not justified or required by public convenience and ne- 
essity. The complainants asked the Commission to make an 
rder requiring the railroads to construct and operate a con- 
nection requiring the construction of 365 feet of new track at 
n estimated cost of $1,700 plus an annual maintenance ex- 
renditure of from $40 to $50. The Englewood, although inde- 
pendently operated as a separate corporate identity, the ex- 
»miner said, was the property of the Missouri-Kansas-Texas 

Railroad Co. The Elkhart & Santa Fe was owned by the A. T. 
eS, F. The Englewood Railroad, the examiner said, admitted 
hat the connection would be to the interest and convenience 
of the public. It said it would not object to the connection. 
The Santa Fe, Examiner Hagerty said, declared that the terri- 
tory in question was amply served by the railroads at present 
serving the territory. No shipper or industry, Examiner Hag- 
erty said, was shown to be in a position dependent, exclusively, 
on the route through Keyes as a transportation outlet, or a 
source of supply. 


A. T. AND N. REORGANIZATION 
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d $2.i5 
Mission The Alabama, Tennessee & Northern Railroad Corporation, 
35, the in Finance No. 10714, has submitted to the Commission, for 
\pril |, its approval, a plan for its reorganization, which, if approved by 
10023 the Commission and the federal court for the southern district 
of Alabama, southern division, would have the effect of reducing 
its fixed charges from $239,546, a year to $36,000. : 
Under the plan the applicant would issue a new first mort- 
oducts gage of a total of $1,200,000, the bonds under which would be 
Mis. 4.5 per cent 30-year obligations. The proposal is to sell some 
ection of them to the RFC and use the proceeds to repay government 
cents, loans, taxes, reorganization expenses, trustee notes, and current 
West. liabilities; also buy new rail and passenger equipment for 
5-and- $90,000, the total of such expenditures being $800,000. The 
lines remainder of the bonds would be held in the treasury to be 
rate issued from time to time as authorized by the Commission. 
ud of Another proposal is to issue second mortgage income bonds 


and totaling $1,672,900 to run for 30 years, with interest at 5 per 


was cent, non-cumulative, out of not exceeding 75 per cent of the 
meet earnings. These bonds are to be exchanged, par for par, for 
not old prior lien bonds. Holders of $1,959,400 of general mortgage 
bonds are to receive new no-par stock, one share for each $100 
bonds. Holders of $2,406,700 of old common stock are to receive 
one share of new no-par stock for each 20 shares of old common. 
ake The Railroad Credit Corporation is to receive 645 shares of no- 
nk. par common, the applicant deeming that number to be par for 
A the face of the loan due the credit corporation. 
ber sith Sicaieececenancnc tesa 


ft C. R. L & P.-Friseo-C. & E. I. 
-_ CONSOLIDATION 


Consolidation of three-mid-westedn railroads, all of which are 
now before the Commission for reorganization under section 77 
of the bankruptcy act, was proposed in a brief filed with the 
Commission, August 30, on behalf of a committee of preferred 
stockholders of the @. R. I. & P. The committee, representing 
holders of approximately fifty per cent of the Rock Island pre- 
ferred stock, suggests that that railroad be consolidated with the 
St. Louis-San Francisco and the Chicago & Eastern Illinois. 

“This plan,” the committee said, “is primarily offered as a 
means of putting each of these three bankrupt railroads in a 
Position to do much better in securing traffic and handling it 
economically as a part of a consolidated system, than is possible 
: for any of the three alone.” 

The brief points out that the plan proposed adheres to certain 
agreed principles of railroad finance and operation, and enumer- 
ates these as flexibility of capitalization, amortization of funded 
debt, standardization of working conditions, and stability of em- 
ployment, and adds that “beyond these general principles this 
committee is of the opinion that certain general trends in railroad 
traffic require prompt and careful consideration.” 

These trends, the brief says, result from decentralization of 
industry, and it is pointed out that the American Association of 
Railroad Superintendents, at its recent convention, stressed the 
necessity “to develop intensively local traffic moving between 
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points wihin the territory of a railroad.” Hence, the committee 
said, “a warranted consolidation must logically bring together 
related and complementary properties rather than parallel and 
competing systems. 

By means of maps and descriptions the brief shows that 
the proposed consolidated system would have “a direct line and 
in many cases the shortest line, between many important 
points.” These are shown as Minneapolis and Kansas City; 
Kansas City, Memphis and Birmingham; St. Louis and Okla- 
homa City; Kansas City and El Paso; St. Louis and Dallas; 
Minneapolis and Dallas; Chicago and Memphis; Denver and 
points east, and Pensacola and points north and west. “It 
will have direct access to every important terminal and ship- 
ping center in the middle west,” continues the brief, “and over 
its own lines to two ports on the gulf, Galveston and Pensa- 
cola, with available connections over independent or allied 
lines to two others, Mobile and New Orleans. It will afford 
the interconnection and linking of three of the most important 
terminal cities of the constituent lines not at present fully 
joined as respects any one of the three companies—Chicago, 
St. Louis and Memphis.” 

Financially, the plan involves no new loans either from 
governmental or banking sources. In the instance of some 
debts a moratorium is proposed, but it is proposed that the 
creditors have ten places on the proposed board of directors 
of nineteen. Stockholders, the plan contemplates, would have 
the option of turning in their present holdings in exchange for 
40/100 shares in the new corporation, on the one hand, or of 
paying assessments ranging from $1.25 to $2.50 a share in order 
to obtain a half-share of the new stock in exchange for one of 
the old. 

The brief was filed by Gann, Second, and Stead, as attor- 
news for the committee, of which Carter H. Harrison, Jr., Chi- 
cago, is chairman. R. Harland Shaw, secretary of the commit- 
tee, evolved the plan. 

The plan, when formally received by the Commission was 
made a part of the Rock Island reorganization case in finance 
No. 10028. 

REORGANIZATION OF RAILROADS 

President Roosevelt announced August 28 that he had signed 
H. R. 8587, the bill amending section 77, of the federal bank- 
ruptcy act, to facilitate the reorganization of railroads in finan- 
cial difficulties. (See Traffic World, August 24, p. 316.) 


FRISCO REORGANIZATION 


In Finance No. 10008, St. Louis-San Francisco Railway Co. 
reorganization, the Commission has approved maximum limits 
of certain expenses and allowances. The action was taken on 
petitions of the Central Hanover Bank & Trust Co., as cor- 
porate trustee of the prior-lien mortgage of St. Louis-San Fran- 
cisco Railway Co., dated July 1, 1916, to the district court of 
the United States for the eastern district of Missouri, eastern 
division, for orders granting and directing the payment of ex- 
penses and allowances in respect of services rendered by the 
petitioner and its solicitors in proceedings in which receivers 
of the property of the railway company were appointed prior 
to pending proceedings for its reorganization under the bank- 
ruptcy act. 

The Commission concluded that the maximum limits of rea- 
sonable administrative expenses and allowances should be ap- 
proved, payable without interest as follows: To petitioner and 
Daniel K. Catlin, as trustees under prior-lien mortgage, for serv- 
ices, $3,000, and for expenses, $2,784; to Larkin, Rathbone & 
Perry and Fordyce, White, Mayne & Williams, solicitors for 
said trustees, for services, $15,000, and for expenses, $135; to 
Harper & Lee, solicitors for trustees, $250; to Waring, Walker 
& Cox, solicitors for trustees, $250; and to W. B. Harrison, 
solicitor for trustees, $250. Commissioner Aitchison noted a 
dissent. Chairman Tate and Commissioner Mahaffie did not 
participate in the disposition of the case. 

The Commission pointed out that the effect of its decision 
was not to grant or direct the payment of allowances but to 
prepare the way for such action by the court when and if, and 
to the extent that, the best of interest of the estate and the 
ends of justice required it. In that part of its decision out- 
lining what was asked for, the Commission said: 


The expenses of the petitioner and its solicitors in the course of 
the litigation in the proceedings in which receivers were appointed, 
and related matters, and the services rendered, for which allowances 
of fees are asked, are enumerated in greater detail in affidavits an- 
nexed to the petitions, or in the record of the testimony presented at 
the hearing. The amount of funds advanced by the petitioner for 
expenses was $2,785, and that advanced by its solicitors $135. No 
specific amounts are stated in the petitions as representing what 
would be satisfactory fees to compensate the petitioner and its so- 
licitors for their services; but at the hearing it was suggested that a 
reasonable total allowance for the —_—, and Daniel K. Catlin, in- 
dividual trustee, would be $12,500, a reasonable allowance Larkin, 
Rathbone & Perry, its solicitors at New York, and Fordyce, White, 
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Mayne & Williams, its solicitors at St. Louis, would be $45,000, for 
the two firms together, and a reasonable allowance for Harper & Lee, 
for Waring, Walker & Cox, and for W. B. Harrison, solicitors assist- 
ing in ancillary proceedings, would be $500 for each of the two firms 
and $500 for W. B. Harrison. The total of such allowances suggested 
would be $59,000, a sum amounting to about 32 cents for each $1,000 
of more than $183,000,000 of prior-lien mortgage bonds outstanding or 
pledged. As indicating the reasonableness of the amounts suggested, 
a witness for the petitioner testified that in certain Federal equity 
foreclosures, of which he had advice, the fees of mortgage trustees 
and their counsel ran from about $4, to as much as $15 or more, for 
each $1,000 bond, and averaged about $7. These amounts represented 
completed foreclosures, and were allowed in proceedings concluded be- 
fore the enactment of section 77 of the bankruptcy act. The time 
spent by members of the firm or office of Fordyce, White, Mayne & 
Williams is stated to have been not less than 74 days and the time 
spent by the firm of Larkin, Rathbone & Perry over 200 hours, as 
shown by office records, which were not altogether complete. 





LOANS TO RAILROADS 


The Commission, by division 4, in Finance No. 10917, Nor- 
folk Southern Railroad Co. receivers’ public works improve- 
ment, has approved a plan whereby the carrier is to purchase 
500 standard A. R. A. 40-foot steel box cars, sheathed with 
wood, at an approximate cost of $1,067,730, before making allow- 
ance for cash discounts and the usual manufacturers’ allow- 
ance. The court having jurisdiction of the receivership pro- 
ceedings, has authorized the receivers to enter into a contract 
with the PWA for the sale to and purchase by the government 
of not exceeding $1,040,000 of equipment trust certificates so 
as to permit the acquisition of the equipment, and the pay- 
ment by the receivers from current funds, of such sum, in the 
form of advance rental, not exceeding 10 per cent of the cost 
of the cars, as may be necessary to make the plan effective. 

In Finance No. 10937, the Rockford & Southwestern Rail- 
road Co, has applied for a loan of $100,000 from the RFC for 
equipment. The applicant recently acquired the assets of the 
Rutland, Toluca & Northern Railroad Co. It proposes to issue 
$100,000 of capital stock and a like amount of bonds, to be 
pledged as collateral for the loan. 


COMMISSION ORDERS 


No. 24608, Sewerage Commission of the City of Milwaukee et al. 
vs. Aberdeen & Rockfish et al. Order of February 8, 1935, amended 
by striking out the following: C. & N. W.; EB. J. & E.; C. I. & L; 
B. & O.; N. & W.; A. & Y. $233.40, and inserting in lieu thereof the 
folowing: C. & N. W.; &. J. & B.: C. lk. & la: B. & O.; N. & W.; 
Nor. Sou.; A. & Y., $233.50. 

Ex Parte No. 104, Practices of carriers affecting operating reve- 
nues or expenses, part 2, terminal services. Petition of West Leech- 
burg Steel Co. for vacation of order entered July 29, 1935, in connec- 
tion with the 35th supplemental report or for postponement of the 
effective date of the order, denied. 

No. 27066, Waupun Oil Co. et al. vs. A. & S. et al. Shell Pe- 
troleum Corporation permitted to intervene. 

Finance No. 10646, New York Central et al. abandonement. Ef- 
fective date of certificate issued in this proceeding on July 26, 1935, 
extended to October 24, 1935. 

Finance No. 10898, Application of Monessen Southwestern Ry. for 
certificate to operate its lines of railroad in interstate commerce. P. 
& L. E. permitted to intervene. 

No. 26344, Mead Corporation vs. A. C. & Y. et al. Order of June 
24, 1935, which was to become effective on October 3, 1935, modified 
to become effective December 3, 1935, upon not less than 30 days’ 
notice. 

INo. 13535 et al., Consolidated Southwestern cases; No. 19732 et al. 
American Fruit Co., Inc., et al. vs. Rapid City, Black Hills & Western 
Railroad et al., and Supplemental fourth section order No. 9600. Order 
of July 8, 1935, amended by adding the following paragraph: ‘That 
fourth-section order No. 9600, heretofore entered in said proceedings, 
and orders supplemental thereto be, and they are hereby, further 
amended so as to provide that wherever reference is made in said 
order to rates prescribed or approved, or to rates established ‘on the 
bases prescribed or approved’ in the aforesaid report of April 5, 
1927, said reference shall include rates prescribed or approved, in said 
supplemental report entered in the proceedings on July 8, 1935.”’ 

No. 25600, Amato & Sons, Inc., et.al. vs. A. T. & S. F. et al. and 
Sub. No. 1, Same vs. Same. Defendants’ petition for vacation or in- 
definite postponement of order of June 17, denied. 

No. 26454, Northwestern Turkey Growers’ Association vs. B. & O. 
et al. Order of May 17, 1935, as subsequently modified to become ef- 
fective on September 28, 1935, further modified to become effective on 
November 28, 1935, on not less than 30 days’ notice. 

No. 26802, Armstrong Cork & Insulation Co. vs. Alton & Southern 
et al. The Celotex Co., Colin C. Bell, and W. Tracy Alden, Trustees 
of Estate, permitted to intervene. 

No. 27005, Holly Sugar Corp. vs. Alton et al. New Orleans Joint 
Traffic Bureau permitted to intervene. 

No. 27043, Ohio Salt Co. vs. A. & W. et al. American Salt Corp., 
Barton Salt Co. and Carey Salt Co. permitted to intervene. 

No. 12214, Surcharges for transportation of passengers in sleeping 
or parlor cars between points in the state of Alabama. Illinois Cen- 
tral Railroad Co. and St. Louis-San Francisco Railway Co. (J. M. 
Kurn and John G. Lonsdale, trustees), permitted to continue experi- 
mental passenger fares until March 31, 1936. 

No. 11703, In the matter of intrastate rates within the state of 
Illinois, Alton Railroad Co., A. T. & S. F., C. & E. 1, C. B. & Q., C. 
aw Ch. &h. C. Bt F.C. & KX. W.,..D.R. 1. & NN. W.., 
Hanover Ry., I. C., M. & St. L., M.-I., M. St. P. & S. S. M., Mo. Pac., 
Q. O. & K. C., St. L. S. W., and Wabash permitted to continue ex- 
perimental passenger fares until March 31, 1936. 

No. 11703, in the matter of intrastate rates within the state of 
Illinois, N. Y. C. & St. L. permitted to continue experimental pas- 
senger fares until March 31, 1936. 

1. and S. No. 4124, newsprint paper to Illinois territory, order of 
August 3 suspending schedules until March 5, 1936, vacated and set 
aside as of August 31, 1935. Proceeding discontinued. 

Finance No. 9952, Chicago & Eastern Illinois Railway Co. reor- 


ganization. Petition of Earnest S. Ballard, attorney for the debt), 
for entry of an order by the district court of the United States 4, 
the northern district of Illinois, eastern division, in the Matter » 
Chicago & Eastern Illinois Railway Co., Debtor, No. 52871, directing 
the debtor trustee to pay petitioner from the estate of the debt, 
and allowance of compensation for services as counsel rendered fro, 
July 21, 1934, to June 30, 1935, and an allowance of reimbursemer; 
for expenses incurred in the rendition of these services, is assigne; 
for hearing before Director Sweet at the Interstate Commerce (op, 
mission, Washington, D. C., at 10 a. m. on September 17. i 

_ No. 26235, Cotton from and to points in the southwest, and Mey. 
*phis, Tenn., No. 25800 and sub. Nos. 1, 2 and 3, Houston Cotton By. 
change and Board of Trade et al. vs. A. & S. et al.; New Orleay 
Joint Traffic Bureau vs. A. & L. M. et al.; Board of Commissionex 
Lake Charles Harbor and Terminal District vs. A. & S. et al. Orde 
of May 8, as since modified, to become effective September 1, on ny 
less than 15 days’ notice, is further modified by postponing th, 
effective date of that portion which requires the establishment ap 
maintenance of transit arrangements from Texas to southern terri. 
tory not less liberal than those concurrently applicable from Okjy. 
homa to same destinations, to September 16, on not less than 1; 
days’ notice. 

No. 26581, Crane Enamelware Co. vs. Alton et al. Order of Ma 
18, 1935, as subsequently modified, is further modified to becom; 
effective on or before November 24, 1935. 

No, 26974, Diamond Crystal Salt Co. vs. A. & W. et al.; No, 
26975, The Colonial Salt Co. vs. Same; No. 26976, The Union Salt 
Co. vs. Same. Hardy Salt Co. permitted to infervene. 

No. 23818, State Corporation Commission of Virginia vs. Penp. 
sylvania et al. Order of March 26, as since amended to become ¢f. 
fective October 3, 1935, further amended to become effective pursuant 
to further order of the Commission. 

No. 26860, Albany Port District Commission vs. A. & W. et aj 
Buffalo Bolt Co. permitted to intervene. 


FINANCE APPLICATIONS 


Finance No. 10929. Maine Central Railroad Co. asks authority to 
issue, sell, exchange and dispose of $13,949,000 of its first mortgage 
and collateral bonds, series A, sinking fund, 4 per cent, due 1945, and 
$11,500,000 of its general mortgage bonds, series A, 4% per cent due 
1960. The applicant proposes to effect a plan of exchange dated Aug. 
ust 8, 1935, whereby securities of applicant, namely, first and re- 
funding mortgage gold bonds, due December 1, 1935, $20,000,000 (in- 
cluding $101,000 principal amount held in applicant’s treasury), 6 per 
cent collateral trust bonds, secured by stock of Portland & Rumford 
Falls Railway, due January 1, 1959, $2,000,000 (including $25,900 prin- 
cipal amount held in applicant’s treasury for exchange for said 
stock), 6 per cent collateral trust bonds, secured by stock of Portland 
& Rumford Falls Railroad, due January 1, 1959, $1,000,000 and the 
balance due December 1, 1935, on loan from RFC, now approximately 
$2,449,000, are to be refunded. Applicant said the RFC had agreed, 
subject to approval of the Commission, to lend to it on a 4 per cent 
collateral note due December 1, 1944, sufficient funds to enable appli- 
cant to pay cash to those holders who may so elect under an option 
under the plan of exchange to pay cash and repay the $2,449,000 (or 
such smaller amount as may be due December 1, 1935) owed by ap- 
plicant to the RFC. 

Finance No. 10930. Great Northern Railway Co. asks for authority 
to abandon its line between Oroville and the international boundary 
in Okanogan County, Wash., a distance of about 21 miles. The line 
in question is the segment in the United States of a continuous line 
extending nearly 97 miles northwesterly from the international bound- 
ary to Brookmere, B. C., Can. The Canadian segment is owned by 
a subsidiary of the applicant The Canadian company, however, now 
operates only that part of the Canadian segment between the bound- 
ary and Princeton, about 60 miles. Service on part of that line has 
been suspended until June 15, by permission by the Canadian authori- 
ties, on account of serious damage to that part of the line by high 
water in the Similkameen River. The remainder of the Canadian 
segment is operated by the Canadian Pacific under trackage rights. 
The Canadian and United States segments were originally constructed 
as a part of a projected through line between Spokane, Wash., and 
Vancouver, B. C. Through and local traffic which was expected failed 
to materialize and parts of the line in the United States have been 
abandoned in accordance with the Commission’s certificate of April 
17, 1931, 170 I. C. C. 685, and a later certificate in 202 I. C. C. 469. 

Finance No. 10931. Application of the Missouri and Arkansas 
Railway Co. for permission operate under trackage rights over the 
Kansas City Southern between Joplin, Mo., and Neosho, Mo., a dis- 
tance of about 19 miles to enable the applicant to make physical con- 
nection at Joplin with the Santa Fe, Katy, Missouri Pacific, Kansas 
City Southern and Frisco Railroads. The applicant was formerly the 
Missouri and North Arkansas, the property of which was recently 
sold at foreclosure. 

Finance No. 10932. Missouri and Arkansas Railway applies for 
permission to operate under trackage rights over the St. Louis-San 
Francisco between Seligman and Wayno, Mo., a distance of about 9 
miles so as to continue a service heretofore rendered by its prede- 
cessor. 

Finance No. 10933. Missouri and Arkansas Railway Co. asks for 
authority to operate under trackage rights over the line of the Louis- 
ville, New Orleans & Texas Railway Co. of Arkansas in Helena, 
Ark., so as to make connections at Helena with other railroads. 

Finance No. 10934, Morris S. Hawkins and L. H. Windholz, 
receivers of the Norfolk Southern, ask permission to cease operation 
of that part of the line of the Norfolk Southern between Beaufort, 
N. C., and a connection with the Atlantic & North Carolina Railroad 
at the eastern terminus of the Atlantic & North Carolina in Moore- 
head City, N. C., a distance of about 3.17 miles. 


GRAIN RATES CORRECTED 

The Commission, in No. 17000, part 7, grain and grain prod- 
ucts within western district and for export, by order, not 4 
report and order, has modified its findings and order therein 
so as to authorize the establishment and maintenance, on five 
days’ notice, of rates to Minneapolis and Duluth of 30 cents 
from Beach, N. D., 30.5 cents from Yates and 31 cents from 
Wibaux, Mont. The order was put out to correct what the 
Commission said was an obvious error resulting from the publi- 
cation of rates to Minneapolis and Duluth of 28 cents from 
Beach, N. D., and 31 cents from Yates, Mont., five miles west 
of Beach. 
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Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 











LOSS OF OR INJURY TO GOODS 


(Superior Court of Pennsylvania.) Clause in uniform ex- 
press receipt, that “unless caused by its own negligence or that 
of its agents, the company shall not be liable for * * * loss of 
* * * jewelry, precious stones * * * unless such articles 
are enumerated in receipt,” is valid and does not exempt Car- 
rier for liability for negligence, but is proper notice that cer- 
tain merchandise of unusual value is carried under special con- 
ditions only. (Kirwan vs. Railway Express Agency, 179 Atl. 
Rep. 924.) 

Clause in uniform express receipt, that “unless caused by 
its own negligence or that of its agents, the company shall not 
be liable for * * * loss of * * * jewelry, precious stones 
* * * unless such articles are enumerated in receipt,” held not 
invalid as inconsistent with rule that carrier could not exempt 
itself from liability for negligence of itself or employes, since 
carrier is entitled to compensation proportionate to risk and 
to protection from fraud by reasonable regulations.—Ibid. 

Where shipper, seeking to recover for loss of diamond pin, 
failed to indicate on uniform express receipt that trunk con- 
tained article of jewelry, and receipt contained clause that car- 
rier would not be liable for loss of jewelry or precious stones, 
etc., unless articles were enumerated on receipt, requirement 
that jewelry be indicated on receipt was valid, and shipper, fail- 
ing to meet requirement, was not entitled to recover.—lIbid. 


(Supreme Court of Oklahoma.) Carrier unauthorizedly per- 
nitting shipment of cotton to be sent to pickery and recondi- 
tioned before delivery held liable for injury sustained by reason 
of loss in weight of cotton in reconditioning process. (Atchison, 
T.& S. F. Ry. Co. vs. Weaver, 47 Pac. Rep. (2d) 104.) 

Generally, defenses which assume or admit original cause 
of action alleged, but are based on subsequent facts or trans- 
actions Which go to qualify or defeat it, must be pleaded.—Ibid. 

Under general denial, defendant is entitled to offer evidence 
of any facts which tend to controvert that which plaintiff is 
bound in first instance to prove to establish his cause of action. 
—Ibid. 

In shipper’s action against carrier for loss resulting because 
carrier unauthorizedly permitted pickery to recondition cotton, 
evidence showing that reconditioning process Was necessary 
under statute of state into which cotton was shipped held in- 
admissible where carrier did not plead facts and statute show- 
ing necessity for reconditioning.—Ibid. 


TERMINAL SERVICE CASES 


Federal judges Wilkerson, Page, and Lindley, sitting as a 
three-judge court at Chicago, August 28, issued a temporary 
injunction restraining the Commission and the government from 
enforcing the Commission’s supplemental order in Ex Parte 
104, part 2, in which the Indiana Harbor Belt was told to cease 
paying the Inland Steel Company, at Indiana Harbor, an allow- 
ance of $1.85 a car for spotting and switching cars within its 
plant for unloading and loading. 

At the beginning of the hearing, the court expressed its 
willingness to enter on a final hearing at that time, but it was 
pointed out that certified copies of the Commission’s record of 
18,000 pages and 500 exhibits in Ex Parte 104, part 2, would 
not be available until the middle of October. Without these, it 
was agreed, it would be futile for the court to try to rule 
definitely on the questions involved. It was on this point of 
the missing record that, apparently, the court rested largely in 
issuing the temporary injunction. Judge Page’s inquiries about 
the delay in preparing it were so pointed that Elmer B. Collins, 
special assistant of the United States Attorney General, repre- 
Senting the government, declined to present any extended argu- 
ment. The court indicated that there seemed to be little equity 
im ordering the railroad to quit paying the steel company for 
Switching and spotting services on September 3, the effective 
date of the supplemental order involved, when the absence of 
Copies of the record precluded the parties alleging damage from 
setting definite adjudication. 

John S. Burchmore, appearing for the Inland Steel Company, 
argued that the order of the Commission was contrary to law 
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and further that, even if it were within the statute, the supple- 
mental order was not, because it was inconsistent with the 
covering order. He said the former said that each spotting 
allowance was to be judged on its individual merits and that, 
as a matter of fact, no evidence was put in to justify the Com- 
mission’s findings in the supplemental order. 

Nelson Thomas, attorney for the Commission, said the court 
did not have power to order the injunction on the basis of the 
missing record since, first, only three of the complainant’s eight 
allegations had anything to do with the record and, second, 
because, in cases of this kind, the injunction could issue only 
as the result of clearly shown error on the part of the Commis- 
sion. 

The court handed down its decision without leaving the 
bench. 

The Great Lakes Steel Corporation, in equity No. 650, Great 
Lakes Steel Corporation vs. United States et al., has asked the 
federal court in the eastern district of Michigan, southern divi- 
sion, to enjoin the enforcement of the Commission’s order in 
Ex Parte No. 104, part 2. 

Interlocutory injunctions forbidding the enforcement of 
the Commission’s orders in Ex Parte No. 104, part 2, supple- 
mental reports, have been issued by three-judge federal courts 
in Texas and Louisiana, the effect of which will be the pay- 
ment by carriers of allowances to industries that perform ter- 
minal services until there has been a final determination of the 
cases on the merits. The money is to be held under bond to be 
returned to the carriers if the decisions are finally against the 
industries. The bond given by each of the industries is $5,000. 

Such injunctions have been issued in the southern districts 
of Texas in equity No. 698, Gulf Refining Co. vs. United States 
et al.; equity No. 692, The Texas Co. vs. United States et al.; 
equity No. 691, Magnolia Petroleum Co. vs. United States et al.; 
and No. 690, Humble Oil & Refining Co. vs. United States et al. 

Similar action has been taken by the federal court in the 
eastern district of Louisiana, New Orleans division, in equity 
No. 317, Great Southern Lumber Co. and Bogalusa Paper Co. vs. 
United States et al.; No. 314, Pan-American Petroleum Corpora- 
tion vs. United States et al. and No. 315, Colin C. Bell and 
W. Tracy Alden, trustees of Celotex Co. vs. United States et al. 


COMMODITY VALUE-FREIGHT RATE 


In the calendar year 1933, Class I railways of the country 
carried 698,942,511 tons of freight, carload and less-than-carload. 
On that the freight revenue was $2,578,984,000. The value of the 
commodities carried, at destination, was $34.62 a ton, making a 
total destination value of $24,198,234,000, the average freight 
rate being 10.66 per cent of the destination value. 

These figures are from a compilation made by the Commis- 
sion’s Bureau of Statistics of freight revenue and value of com- 
modities transported by Class I steam railways in the year men- 
tioned. This compilation, described as statement No. 3552, file 
No. 18-C-23, of 28 pages, is similar to compilations for the year 
1930 and 1928. With regard to the compilation, M. O. Lorens, 
director of the bureau that made it said: 


The following table has been prepared because there is persistent 
demand for information as to the relation of freight rates to the value 
of commodities. The compilation is in the same form as that of simi- 
lar statements previously published for the years 1930 and 1928. For 
each of the 157 classes of the annual commodity statistics for Class 
I steam railways, the tonnage originated, the total freight revenue, 
and the revenue per ton are given for comparison with the market 
value of the commodity at destination. The value given is the average 
wholesale market price for the year 1933. When the price found 
quoted referred to point of production, the average freight revenue 
per ton for the class was.added so that values at destination might 
be uniformly presented. 

The sources from which the prices or values were obtained are 
given in detail in the appendix hereto. (Not herein reproduced.) In 
most instances published prices were used, but in a number of cases 
correspondence was conducted with various trade associations to ob- 
tain estimates of the wholesale price of groups of articles ready for 
a. The cooperation of these associations is gratefully acknowl- 
edged. 

Although a statement of this kind has been found convenient to 
have available in discussions of freight rates and other economic 
problems, it should be recognized that the figures have limitations— 
both as to accuracy of statement and as to their theoretical signifi- 
cance. The wholesale prices have been selected with care, but when 
it is considered that many thousands of kinds of commodities are 
grouped in 157 classes, without any indication of the proportions of 
the components in each class, it is apparent that only a rough ap- 
proximation of the weighted average value in each class can be 
achieved. Another difficulty is the fact that where quotations are in 
some unit other than weight, a good weight equivalent can not al- 
ways be accurately determined. 

The ratio freight revenue to value shown in the last column in 
the table can not be taken as an index of the reasonableness of 
the rate for various reasons. At best these figures throw light on 
the value of service and tell nothing about the cost of the service. 
But even as to the value of service they are of doubtful significance. 
One difficulty is that the average haul (not shown) corresponding 
with the average revenue per ton is not the same for the various 
commodity classes, The average haul is not currently obtainable from 
existing commodity statistics. The results of a special study show- 
ing average hauls by commodity classes for the year 1932 are given 
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in Volume III, p. 125 of a Freight Traffic Report prepared by the 
Section of Transportation Service, Federal Coordinator of Transporta- 
tion (1935). It should be noted that the hauls there given in the 
first colurnn are the quotient of ton-miles divided by tons originated, 
except for the initial item, ‘‘All commodities’ in which case the 
quotient used was the total tons carried, including interchange tons. 

Again, the relative market values of commodities do not accur- 
ately reflect relative ability to pay freight rates. Salt is worth less 
than anthracite coal per ton at point of production, but it on an 
average moves farther and bears about 3 times as much freight 
revenue per ton as does anthracite. We can find substitutes for an- 
thracite but not for salt. What each commodity can bear in freight 
charges involves the consideration of many facts besides the average 
market price. Nevertheless it is true that in classifying freight and 
in fixing freight rates, the market value of the commodity has long 
been given considerable weight both by railway managers and by 
regulatory commissions. 

Notwithstanding the limitations of the figures herein given, they 
are in various ways illuminating. The wide variation of the percent 
that the freight charge is of value from less than 5 for certain classes 
of manufactures to over 50 for some products of mines and agricul- 
ture emphasizes the importance of other factors, especially the cost 
of service, in the making of freight rates. The service of hauling 
onions from Texas to St. Louis is as necessary as is the farmer’s ac- 
tivity in raising them if the St. Louis consumer is to have Texas 
onions, and the price at St. Louis should cover the cost of both 
services. A lowering of freight charges on onions might actually re- 
sult in increasing the average ratio of freight charge to selling price 
of onions at St. Louis if it resulted in the sale of more Texas onions 
in comparison with Missouri onions, for which the ratio of freight 
charges to price is less than for the long haul onions. A high ratio 
of freight charge to price may thus be evidence, not of injustice, but 
of cooperation between grower and railway. 

The result of the tabulation for the grand total of all commodities 
carried has some economic interest. Of the total value of com- 
modities carried of $24.20 billions, the freight charges of $2.58 billions 
are 10.7 per cent for 1933. (Round figures.) The corresponding figures 
in the study for 1930 (revised) were $63.09 billions for total value, 
$4.21 billions for freight revenue, with a ratio of 6.7 per cent. The 
change is the net result of lower commodity prices without a cor- 
responding change in freight rates and also of some difference in 
method of compilation and in proportions of various commodities car- 
ried. In 1934 commodity prices increased and it is probable that a 
similar compilation would again reduce the percentage of freight 
charge to value to approximately 9 per cent. If the comparison is 
made, not between freight charge and destination value as above, 
but between the freight charge and value excluding the aggregate 
freight charge, the ratio for 1933 would be 11.9 per cent. 

The data for this study were collected and compiled under the di- 
rection of Mr. Edward Crane, a statistical analyst in this bureau. 





PETITIONS FOR REHEARING, ETC. 


No. 14859 and related cases, Southern Produce Co. et al. vs. 
Denison & Pacific Surburban et al. Defendants ask for modification 
of report and ask the Commission to vacate and set aside order of 
July 8, 1930 (165 I. C. C. 423), as modified on November 6, 1934 (205 
I. C. C. 7), except in so far as it relates to the transportation of 
es from one state to another, or from the Mexican boundary 

ne. 

1. and S. No. 4059, coal from Smithfield, O., to the Ohio River. 
Pittsburgh & West Virginia Railway Co. has filed a supplemental 
petition asking for rehearing or reargument. 

No. 26395, E. L. Foote vs. N. Y. C. et al. Defendants ask for a 
reargument before and reconsideration by the Commission of the re- 
port and order of division 2, dated June 26, in respect of livestock to 
Hobart, N. Y. 

No. 23818, State Corporation Commission of Virginia vs. Penn- 
sylvania et al. Defendants ask for further postponement of the ef- 
fective date of the order of March 28, pending reconsideration by the 
Commission. 

No. 17000, part 7, Grain and grain products in the western dis- 
trict. Merchants’ Exchange of St. Louis, Mo., asks reconsideration 
and specific relief from the imposition of ‘“‘the 14 cent minimum in- 
bound pad on grain traffic shipped under proportional rates from St. 
Louis to Oklahoma, Louisiana, Texas and southern Arkansas.”’ 

No. 26401, Huntsville-Sinclair Mining Co. et al., vs. Wabash et 
al. Defendants ask for reargument and reconsideration and for ex- 
tension of the effective date of order of June 24. 

No. 27015, in the matter of emergency freight charges in Min- 
nesota, Chicago & North Western Railway Co. et al. ask the Com- 
mission to reopen this proceeding for reconsideration, modification 
of the Commission’s report and reversal of its order. 


PRACTICE BEFORE THE I. C. C. 


An effort is being put forth by the Federal Bar Association 
of New York, New Jersey and Connecticut to revive the move to 
bar all persons other than licensed lawyers from practice be- 
fore government departments, bureaus, commissions, and their 
agencies, except for their direct principals. That organization 
has sent out a circular letter, over the name of Henry Ward 
Beer, its president, calling on recipients to write letters and 
have resolutions adopted by associations favoring the passage 
of the Wagner bill, S. 2944, the one prohibiting practice by non- 
lawyers, notwithstanding that the Senate judiciary committee 
has disapproved the bill and that action on it has been in- 
definitely postponed. 

A copy of the Wagner bill is being sent out with Mr. Beer’s 
letter, in the form in which it was introduced, with two para- 
graphs placed below the title of the bill. The first says: 


This bill was reported unfavorably by Senate judiciary com- 
mittee on motion of Senator King on the floor of the Senate, July 
30, 1935. Action postponed indefinitely. 

The other paragraph says: 


Only constant efforts by members of the bar and bar associa- 
tions throughout the United States will overcome the organized non- 
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lawyer opposition working to the prejudice and injury of the py, 
lic to defeat this bill. 






The letter asking lawyers to bestir themselves in behay 
of the measure, a copy of which was sent to the Association , 
Practitioners before the Interstate Commerce Commission, ; 


being circulated to its membership by that association, 1, 
letter follows: 
United States Senator Robert F. Wagner, of New York, ja 


. introduced the enclosed Bill S, 2944, which makes it a crime {y 
anyone other than a duly licensed member of the bar to practi« 
law for pay before United States government departments, bureay, 
or commissions. It is clearly our duty as lawyers to present , 
Congress at once the need for this legisiation in the public interey 

Upon the face of the bill the public interest demands tha 
this long neglected legislation must be passed. The primary py. 
pose of Senator Wagner’s bill drafted by the Federal Bar Agy. 
ciation of New York, New Jersey and Connecticut, is to drive oy 
of Washington and government bureaus throughout the country 
those who claim to be members of the bar, but who are not, anj 
prey upon persons who must of necessity be represented in cage 
or claims before the United States government agencies. Claims 
that involve the statutory or constitutional rights of our cCitizeys 
deserve representation by honest, licensed members of the bar, 

This is the first time in history that such a measure has heey 
brought before Congress. Every government bureau head in Wag). 
ington and elsewhere knows the “imitation lawyers’’ are rampant 
at the Capitol and before government bureaus throughout the na. 
tion and how they operate, but he is helpless. 

The government unwittingly has openly encouraged for ove 
twenty-five years the racket of the so-called ‘‘Member of the Bar,’ 
“Business Counsellor,” “Business Advisor,’’ ‘“‘Business Enginee. ing 
Practitioner,’’ ‘‘Trade Group Organizer,’ ‘‘Tax and Claim Attorney,” 
“Traffic Rate Practitioner’’ and other high sounding titles used 
by men and corporations that are not lawyers. 

Without holding a public hearing on the bill, the Senate judi- 
ciary committee of the Senate disapproved the Bill on July 30. On 
motion of Senator King of Utah, action was postponed indefinitely, 
but this must not discourage us. 

The Washington crowd of organized racketeers and _ laymen 
members of the ‘“‘bar’’ are a great influence on the heels of Senators 
and Congressmen to defeat Senator Wagner’s bill. 

I have learned from experience that where a senator, such as 
Senator Wagner is receiving as many as 8,000 to 10,000 letters a 
day of 110 topics, heroic action is necessary to have the point of 
ciew of the lawyers of New York before the judiciary committee 
of the Senate. All of the lawyers of New York should be brou:ht 
solidly in line to work continuously for this most needed legislation. 

Our federal workmen’s compensation act under the United 
States Labor Bureau is a “hot spot’’ for the laymen who today 
may legally practice law and solicit injured workers’ claims, and 
argue before the bureau the workers’ constitutional and statutory 
rights involving questions of law and evidence governing claims. 

Corporations and men unlicensed in states to practice law and 
who fear to render legal advice and opinions on questions of law 
and evidence in and before courts, now feél free and unafraid to 
accept retainers to render legal advise and services and to practice 
law in matters before government and state departments. 

Stop talking about it. Do something to protect the 
against unlicensed attorneys. 

1. Write a letter to United States Senator Robert F. Wagner 
and to the congressmen asking them to support the bill (S. 2944) and 
get every lawyer in Washington, D. C., to favor this Federal Bar 
Association’s efforts in your .behalf. 

2. Have the Washington Bar Association and your home state 
bar association and boards of trade, etc., pass a resolution favor- 
ing the bill and see that the resolution is forwarded to Congress 
without delay. 

3. We believe that you are sincerely interested in having Sen- 
ator Wagner’s Bill S. 2944 become a law and will contribute one 
dollar for postage, printing and circulating the bill throughout the 
country. Do it Now! 


Please send such contribution to the Federal Bar Association of 
New York, New Jersey and Connecticut, 29 Broadway, New York 
City. Write as many letters as you can to other lawyers endors- 
ing Senator Wagner's bill, and ask them to communicate with their 
Senators and Congressmen in order to have Bill S. 2944 passed this 
session or in the next session. Please tell us what you personally 
are doing to help. 


public 





AIR IN REFRIGERATOR CARS 


A new type of anemometer, especially designed for measur- 
ing slow air movements such as are present in refrigerator cars, 
has been developed by the Bureaus of Agricultural Engineering 
and of Plant Industry, U. S. Department of Agriculture. Opera- 
tion of the instrument depends on the cooling of a heated wire 
when exposed to air currents, says the bureau, which adds: 


So far the instrument has been used to measure only horizontal 
velocities, but engineers believe it can be used to measure velocities 
of any direction. Use of the anemometer will result, it is expected, 
in a better knowledge of the requirements for air circulation and 
of the conditions under which maximum circulation may be obtained 
in refrigerator cars. 

The instrument is small enough to be placed under the floor rack 
of a car and may be read from the outside without disturbing con- 
ditions inside. 

_ Previous to the development of the anemometer, observations of 
air velocities in cars were confined largely to smoke tests. Puffs of 
dense smoke were released at certain points in cars and observations 
were made of how long it took the smoke to travel to other points. 
The general direction of air movements could be followed and some 
idea of velocities of currents were obtained in this way. Difficulty 
of access to many positions in cars and diffusion of the smoke limited 
the usefulness of this method. 

Also in making smoke tests, it is necessary for at least one ob- 
server to be in the car. In some cases, the presence of an observer 
is likely to set up independent convection currents or otherwise distort 
those being measured, engineers believe. 
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RAIL PENSION LEGISLATION 


The Traffic World Washington Bureau 


President Roosevelt, August 29, signed the bills passed by 
Congress providing for pensions for railroad employes and for 
the taxing of carriers and of their employes for the purpose of 
reimbursing the federal treasury out of which is to come the 
money for the pensions. 

Means of providing money to meet the expenses of the 
Railroad Retirement Board created by the pension act and of the 
special investigation commission that is to study and report on 
pensions for railroad employes was considered at a conference 
held at the White House, August 27. 

The conference was called by the President after a filibus- 
ter by Senator Huey Long had blocked action on the third 
deficiency appropriation bill carrying $600,000 for the admin- 
istrative expenses of the board and $60,000 for the special 
investigation, the filibuster having been conducted to the time 
fixed at midnight August 26, for adjournment sine die, of the 
first session of the Seventy-fourth Congress. Congressional lead- 
ers, budget officials and the Comptroller General of the United 
States participated in the conference. 

No definite statement as to how money might be provided 
for the pension board and the investigation commission was made 
by the participants in the conference as they left the White 
House, but they indicated that it was believed that a way would 
be found to provide some money so that the pension board 
might do preparatory work and the special commission proceed 
judi- with its inquiry. 

m It was thought that the President might appoint to the new 

i Railroad Retirement Board the members of the board created 
by the pension act that was declared unconstitutional. They 
were Murray Latimer, chairman; Lee M. Eddy, vice-president of 
h as the Order of Railroad Telegraphers, selected by the employes, 
TS a and J. T. Williamson, formerly superintendent of the relief 


te department and chairman of the board of pensions of the Chi- 
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ueht cago, Burlington & Quincy. The life of the old board was ex- 
tion. tended by Congress at the session just concluded to enable 
_ it to wind up its affairs within a period of 60 days. When 
and he was appointed chairman of the old board, Mr. Latimer had 
tory charge of pension studies for Coordinator Eastman, that hav- 


ing been one of the subjects on the Coordinator’s program. He 

is known as an expert on pensions and actuarial matters. 

to President Roosevelt signed the bills in the presence of 

asd Representative Crosser, of Ohio, who led the fight for enact- 

blic ment of the measures, and Timothy Shea, chairman of the 
legislative committee of the Railway Labor Executives’ Asso- 


“4 ciation. The President used two pens and gave one to Mr. 
Jar Crosser and the other to Mr. Shea. 

_ At the time Messrs. Crosser and Shea conferred with him 
‘r- the afternoon of August 29, the President, said they, had not 
188 decided as to the appointments to be made to the new pension 
" board or the investigation commission. Both expressed the view 
a that the board and commission, when appointed, would be able 
he to go ahead with the duties prescribed, notwithstanding the 

failure of the deficiency appropriation bill to pass. 

. Speaker Byrns has appointed as the House members of the 
- investigation commission Representative Crosser, of Ohio; Rep- 
ir resentative Vinson, of Kentucky, and Representative Michener, 


of Michigan. 

Vice-President Garner has selected the following three sena- 
tors to serve on the Commission; Senator Brown, of New Hamp- 
shire; Senator Capper, of Kansas, and Senator Murray, of 
Montana. 

Under the terms of the railroad pension bill, the special com- 
mission to investigate and report by January 1, 1936, as to “all 
Pertinent facts relating to a retirement annuity system applic- 
able by law to carriers by railroad” and to submit recommenda- 
tions for legislation, if any, as it may deem necessary to give 
effect to its conclusions, is to be composed of nine members, 
three to be appointed by the President, three by the President of 
the Senate and three by the Speaker of the House of Represen- 
tatives. The chairman and vice-chairman of the commission are 
to be designated by the President of the United States. 

In the course of the filibuster conducted by Senator Long, 
of Louisiana, which blocked any action Congress might have 
been able to agree on with respect to the cotton loan item in 
the deficiency bill which caused the bill to get in a jam, senators 
referred to railroad employes not getting pensions unless Sen- 
ator Long ceased his filibuster. However, there was nothing 
in the deficiency bill that had to do with the payment 
of the pensions provided for in the pension bill. The bill 
Simply contained appropriations for the administrative work 
of the pension board and for the expenses of the special 
investigation commission. The pension bill, with respect to 
annuities, is not effective until March 1, 1936, and pensions will 
not become payable thereunder until ninety days after March 1. 
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These annuities are to be paid out of any money in the treasury 
which may be appropriated for that purpose. The act authorizes 
the appropriation of such money from time to time out of the 
public treasury as may be necessary to carry the act into effect. 
Congress has not yet made any appropriation for the payment 
of the annuites. Such a provision was not carried in the de- 
ficiency bill. An appropriation will have to be made for the 
purpose at the next session of Congress to pay pensions 90 
days after March 1, 1936, if the bill is in effect at that time. 
Before that time Congress may enact new legislation on the 
entire subject or the acts may be held up by court action. 


Passage of Taxing Bill 


In the same fashion that the House had passed the railroad 
pension tax bill—without comment of any kind—the Senate late 
August 23 completed congressional action on the measure by 
accepting the bill as it was passed by the House. 

The tax measure, which, effective March 1, 1936, levies a 
tax of 3% per cent on the payrolls of carriers, and a tax of 
3% per cent on the wages or salaries of railroad employes, 
only for the year beginning March 1, 1936, was sent to the 
President, who also had received the companion bill provid- 
ing for the retirement of employes and the payment of pensions 
to them out of the general funds of the treasury of the United 
States. 

In view of the fact that the tax bill is limited to one year 
from March 1, 1936, Congress must pass additional legislation 
on the subject. 

The retirement or pension bill provides for a special com- 
mission to study the matter and make a report by January 1, 
1936. The pension bill and the tax bill are not effective until 
March 1, 1936. The expectation is that the special commission 
will make recommendations for additional or even entirely new 
legislation, which will be considered by Congress when it meets 
next January. It is pointed out that, therefore, the legislation 
approved in the closing hours of the first session of the Seventy- 
fourth Congress may never become effective in so far ag the 
collecting of taxes and the payment of pensions thereunder are 
concerned, as Congress may pass substitute legislation by March 
1, 1936. Under the pension bill the Railroad Retirement Board 
provided for therein may begin operations at once. 

The Senate finance committee completed its hearings on the 
tax bill shortly after noon August 23. Later in the day Senator 
Harrison, chairman of the committee, favorably reported the 
House bill and asked immediate consideration of it, and the 
Senate passed it instantly without a record vote or a word of 
comment. 

At the hearing before the finance committee Herman L. 
Ekern, for the employes, said the employes would not object 
to the tax of 3% per cent on their pay for one year, the Dill 
as originally introduced having provided for a tax of 2 per cent 
on the employes and of 4 per cent on the carriers, making a 
total of 6 per cent. After conferences with President Roosevelt, 
the House committee on ways and means increased the total 
tax to 7 per cent, because of fear that 6 per cent would not 
carry the pension “load,” and equally divided it between the 
employers and the employes. 

Only for one year, however, did Mr. Ekern say the employes 
would accept without protest the tax of 3% per cent. They 
still contended, said he, that the employers should pay a larger 
tax in order to carry unearned annuities—that is, annuities 
paid to retired employes who became eligible for retirement 
and pensions without having contributed anything or very little 
to the pension fund. 


Mr. Ekern said on the basis of minimum total wages of 
$1,500,000,000 in 1932, the 7 per cent tax would yield $105,000,000, 
and on the maximum wages of 1929 and five prior years of 
$3,000,000,000 would yield $210,000,000. On the basis of wages 
paid in 1934 he said the tax would yield $122,500,000. He said 
the tax of 7 per cent would produce far in excess of any present 
or proposed burden on. the treasury. Total annuity payments 
for 1936, said he, would be about $40,000,000, and for 1937, 
$72,000,000, and for 1938, $84,000,000. 


In support of the tax bill, Mr. Ekern in part said: 


The imposition of the proposed tax upon carriers by railroads in 
interstate commerce as a class distinguished from competing busses 
and trucks is again no different from the imposition of the tax upon 
electric utilities as a class distinguished from competing gas utilities 
which are not subjected to the tax. 

This bill is not subject to any of the infirmities for which specific 
prior federal taxing acts have been held invalid by the Supreme 
Court of the United States. The acts so struck down have uniformly 
been acts which were neither designed to nor would in fact raise 
revenue. Striking instances are the prohibitive child labor taxing 
act (259 U. S. 20), and the future trading act (259 U. S. 44). 


Senator Bailey, of North Carolina, asked Mr. Ekern a num- 
ber of questions. In answer thereto Mr. Ekern admitted that, 
as a practical matter, the pension and the tax bills were tied 
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together, notwithstanding that they were offered as separate 
measures. Senator Bailey drew from Mr. Ekern assent to the 
proposition that no member of Congress could justify voting 
for the tax bill unless his railroad employe constituents knew 
that the money was for pension purposes. Mr. Ekern also said 
that the taxes collected under the tax bill would not be ear- 
marked and that the surplus, after meeting current pension 
payments, could be used by the government for any purpose 
it wished to use it. In the discussion of-the constitutionality 
of the measure, Mr. Ekern said he believed the legislation was 
constitutional under the commerce clause. 

Complaint was made by Mr. Bkern because a press associa- 
tion had three times stated in news stories about the legisla- 
tion that the government might have to meet a deficit of two 
billion dollars annually or a deficit of four billion dollars in ten 
years. On query from R. V. Fletcher, general counsel of the 
Association of Railway Executives, Mr. Ekern said it was not 
to be intimated from what he said that the railroads had any- 
thing to do with the dissemination of the erroneous figures. 
Mr. Fletcher thought possibly the figures might have had their 
origin in the statement of Coordinator Eastman to the Senate 
interstate commerce committee that to meet the cost of pen- 
sions for past service the system originally proposed would 
start out with an “initial deficit’ of over $3,700,000,000, that 
being the amount that would be necessary to put to work at 
3 per cent interest to supply the money needed to pay the pen- 
sions for past service. On the revised basis for the system 
this figure would be around $2,800,000,000, it was stated. (See 
Traffic World, July 27, p. 149.) 

Murray Latimer, chairman of the Railroad Retirement Board 
created under the pension act held invalid, an expert on the 
pension question, said that, under the system proposed, the 
total tax ultimately would have to reach 14 or 15 per cent of 
the total pay roll. 

Mr. Latimer suggested that the railroad pension system 
be tied in with the social security act system. In effect, he 
proposed that the railroads and their employes be left under 
the social security act and that then the additional benefits 
(larger pensions than provided for in the security act) proposed 
for railroad employes be provided for by taxes on the employers 
and employes in addition to the taxes imposed by the security 
act. In that connection he proposed rates of taxation. The 
committee, however, in approving the House bill, rejected the 
proposal. Mr. Latimer’s proposal no doubt will come to the 
attention of the special investigation commission. 

Mr. Fletcher, in closing for the railroads, said that what 
had transpired before the committee showed how confused the 
entire situation was and why it would have been much better 
to proceed with the investigation first and then propose legis- 
lation. If the proposed legislation was to be passed, the rail- 
roads, of course, favored the House bill with its provision for 
equal taxation on the carriers and on the employes, said he. 

Mr. Krauthoff, for the employes, made an appeal to the com- 
mittee to approve the House bill. 

C. A. Miller, general counsel of the American Short Line 
Railroad Association, submitted a statement in opposition to the 
bills. 

Action by Railroads 


R. V. Fletcher, general counsel of the Association of Amer- 
ican Railroads, declined to state, after Congress had passed 
the railroad pension and tax bills, whether the railroads would 
seek to have one or both of the acts declared invalid. It was 
stated at the association’s offices that the law committee was 
scheduled to meet about the middle of September and that the 
question of attacking the legislation might be discussed at that 
meeting. 

At the hearing held on the railroad pension bill July 15 
before the Senate interstate commerce committee, Mr. Fletcher 
said the railroads would take the act or acts to court if that 
stage of the matter were reached. 

Taking note of the fact, as far back as July 23, that Con- 
gress was likely to enact legislation providing for the pension- 
ing of railroad employes, the Commission then took steps for 
the preservation of pay roll data. On the July day mentioned 
division 4 changed the regulations to govern the destruction 
of records of steam roads, issue of 1914, so as to provide for 
the permanent retention by the railroads of their pay roll rec- 
ords, namely, pay rolls and summaries, instead of, as thereto- 
fore, for only six years. Exactly a month later the Commis- 
sion made public that amendment to its regulations. The order 
dated July 23 said that it “shall become effective on August 1, 
1935.” The order, therefore, was in effect twenty-three days 
before it was promulgated. When it was made public it was 
admitted that the imminence of pension legislation was the 
reason for this change in the regulations. 


PIPE LINE STATISTICS 


' A compilation of selected financial and operating data of 
pipe line companies subject to the Commission’s jurisdiction, 
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made by the Commission’s Bureau of Statistics, shows that ; 
the calendar year, 1934, 53 companies made reports, an in 
crease of four over the preceding year. Not all pipe lines ap, 
subject to the Commission’s jurisdiction. It is estimated, hoy. 
ever, that the oil pipe line mileage represented by the reportip, 
companies was about 80.92 per cent of the total. 

In that year the reporting companies operated 53,405 mile; 
of trunk line and 39,665 miles of gathering lines, the trunk lin. 
mileage showing an increase of 1.02 per cent and the gatheriy, 
line mileage a decrease of 2.92 per cent. The investment in pip, 
lines in 1934 was $758,171,930 as compared with $766,251,45¢ 
in 1933, a decrease of 1.05 per cent. Other investments, howeve; 
showed an increase from $47,946,920 in 1933 to $57,275,259 in 1934 
Dividends were $83,954,852 in 1934 as compared with $101,593, 943 
in 1933. 

Pipe line operating revenues fell from $217,192,354 in 1933 ty 
$199,165,597 in 1934. Pipe line operating expenses were $8¢. 
884,162 as compared with $85,373,835. Net income was $84,143 315 
in 1934 as compared with $105,942,558 in 1933. The reporting 
companies, in 1934 transported 557,314,540 barrels of crude jj 
as compared with 537,631,335 in 1933. They transported 35. 
280,864 barrels of refined in 1934 as compared with 29,009,859 
in 1933. The total transported in 1934, including duplications. 
was 1,213,652,108 barrels as compared with 1,189,086,224 in the 
preceding year. 

The total number of employes averaged 20,853 in 1934 as 
compared with an average of 18,884 in 1933. 


ADVANCED FREIGHT RATES 


The Utah commission has denied the application of the 
railroads for permission to impose Ex Parte No. 115 emergency 
charges on intrastate traffic. It held that their reasonableness 
had not been proved, as required by Utah law. 


WORLD ECONOMIC REVIEW 


The Department of Commerce has issued the 1934 edition 
of its “Wcgld Economic Review.’ The publication contains 
compilations of information and statistics relating to transpor-. 
tation and other business and agricultural activities. Copies 
may be obtained from the Superintendent of Documents, Wash- 
ington, D. C., at 30 cents each. 


RATES OF DEPRECIATION 

The Commission, in No. 15100, depreciation charges of steam 
railroad companies in sub-orders Nos. 63A and 332 to 399, in 
accordance with the provisions of its order of July 28, 1931, has 
prescribed composite percentages of depreciation for all classes 
of equipment for 68 railroads. Among the railroads and the 
percentages described are: 

Chicago, Burlington & Quincy, 3.98 per cent; Delaware & 
Hudson, 3.01; Hawaii Consolidated Railway, Ltd., 4.75; Illinois 
Terminal Co., 3.83; Maine Central, 2.92; Southern Pacific, in- 
cluding Southern Pacific Steamship Lines, 3.07; and Texas & 
New Orleans, 3.16. 


ACME LOADS ON SKIDS 


The Acme Steel Company, Chicago, has adopted a new 
method for shipping strip steel in coils and in cut lengths. 
The coils are at- 
tached to skids 
and the _ skids 
loaded as units in 
the freight cars. 
Low-lift types of 
skids are used 
and receivers are 
not required to re- 
turn them. Where 
receivers do not 
have lift-truck 
equipment to han- 
dle skid packages, 
a lift-truck is 
shipped with the 
first carload of 
steel under the 
new packaging ar- 
rangement. The 
customer is priv- 
ileged to return 
this truck if he 
does not desire to 
keep it. Among 
the advantages of the new arrangement listed by the Acme 
company are ease in preparing cars for unloading, reduction in 
unloading costs from 2% cents a hundred pounds and over to 
one cent a hundred pounds, increase of from 10 to 40 times in 
the weight one man is able to handle, saving of storage space 
due to compact packaging, reduction of damage in shipping and 
reduction of personal injury hazards. 
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MOTOR CARRIER REGULATION 
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Uncertainty as to the Commission being able to go forward 
with its preparations for making effective October 1 as much as 
possible of the motor carrier act and administer the act there- 
after followed in the wake of a filibuster conducted by Senator 
Huey Long which blocked final action that Congress might have 
taken on the pending third deficiency appropriation Dill before 
it adjourned, sine die, at midnight, August 26. The bill carried 
$1,250,000 for the motor carrier work of the Commission for the 





e oil 
35, fiscal year ending June 30, 1936. 


9,859 The next day Commission officials went into conference on 
ions, the situation and President Roosevelt called in the Speaker of 
_ the the House of Representatives; Senator Robinson, Democrati¢ 
leader in the Senate; Chairman Buchanan, of the House com- 
4 as mittee on appropriations; Daniel W. Bell, acting director of the 
Bureau of the Budget; J. R. McCarl, Comptroller General of the 
United States, the watchdog of the federal treasury ,and others. 
th At the conference at the White House it was decided, ac- 
, ; cording to participants therein, that the motor carrier work of 
ne the Commission could go ahead with money from the general 
: appropriation made for the Commission’s work for the fiscal 
year ending June 30, 1936, with the understanding that when 
Congress met in January, the Commission would be reimbursed 
‘ion for the money it had taken from its regular fund for that 
‘ing purpose. ; 
or- Following the conference at the White House the Commis- 
ies sion awaited official advices from the Bureau of the Budget just 
sh- how it was to proceed in the matter of providing money for the 
motor carrier work. 
At the conference held by the Commission prior to the con- 
ference held at the White House, presided over by Acting Chair- 
am man Aitchison, it was decided to lay the question of funds before 
the Bureau of the Budget. 
as It was suggested that an,effort be made to get in touch with 
es Commissioner Eastman, on vacation, to the end that the com- 
he missioner who is chairman of the new motor carrier division of 
the Commission, might take the problem up with the President. 
& At the commissioner’s office, however, it was stated the only 
18 way Mr. Eastman could be reached would be by courier. He 
D- was somewhere with a guide in the North Canadian wilds, it 
& was said. No effort was made to communicate with him when 
he went on such trips, it was said. 
Commissioner Lee was the only member of the motor car- 
rier division in Washington when the money problem arose, 
V Commissioner McManamy also having left the city. Commis- 
, sioner Caskie took part in the conference. It is understood he 
x is to be made a member of the motor carrier division. 
5 Ted V. Rodgers, president of American Trucking Associa- 
7 tions, Inc., wrote a letter to President Roosevelt expressing the 
) association’s concern over the failure of Congress to provide 


money for the motor carrier regulation work, and expressing the 
hope that a way would be found to finance the work. 


Taking the Law to the Truckers 


The Commission in administering the motor carrier act is 
going to do so on the theory, at least at the start, that it is 
better to take the law to the truck operator than to have the 
operator brought to the law. The bringing of the law to the 
operator is to be accomplished by the appointment of what are 
to be called supervisors in each of the sixteen districts in which 
the Commission will maintain a motor truck regulation organi- 
zation. The sixteen districts are to be composed as follows: 

Maine, New Hampshire, Vermont, Massachusetts and Rhode 
Island; Connecticut, New York, New Jersey and Delaware; 
Maryland, the District of Columbia and Virginia; Pennsylvania 
and West Virginia; Ohio, Indiana and Kentucky; North Caro- 
line, South Carolina, Georgia and Florida; Alabama, Tennessee, 
Mississippi and Arkansas; Illinois, Michigan and Wisconsin; 
Minnesota, North Dakota and South Dakota; Iowa, Nebraska, 
Kansas and Missouri; Oklahoma, Louisiana and Texas; Mon- 
tana and Idaho; Washington and Oregon; Wyoming, Colorado 
aia New Mexico and Arizona; and Nevada and Cali- 
ornia. 

; Each of the districts is to have a staff composed of the 
district representative who will be in charge, one joint board 
representative, one rate examiner, one accountant, and a number 
of supervisors ranging from two in such districts as New Mex- 
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ico and Arizona, and Montana and Idaho, to eleven in the 
districts in which New York and Pennsylvania are included. 
The composition of the districts and the number of supervisors 
assigned to each are on a tentative basis subject to change as 
Director Rogers and his assistants become familiar with the task 
that has been assigned to them. 

The supervisors are intended to become the contact men 
between the individuals in the industry and the Commission's 
organization. The supervisors are expected to be at the service 
of operators in explaining the law and what it requires from 
them. The supervisors in fitting themselves for explaining the 
law to operators, especially such as the operator of two or three 
trucks or busses will have the benefit of the advice from a 
district joint board representative, a district rate examiner, and 
a district accountant. The thought is that the operator of a 
few vehicles will need advice as to rate and accounting matters 
and that the supervisors will be able to tell him what to do 
at much less expense than would be incurred by the operator 
were it necessary for him to hire help in making his rate and 
accounting decisions. Matters too hard for the supervisors 
to handle it is intended shall be handled by the district organi- 
zations with the latter taking questions that are beyond their 
power to Washington for disposition. In the regulation of the 
railroads, nearly all questions must be taken up with Washing- 
ton in the first instance. ~ 


Filing of Tariffs, Etc. 


The question as to how soon carriers subject to the motor 
carrier act will have to file such tariffs of rates and charges as 
are required by that new law is being raised in inquiries addressed 
to the Commission. No answer to it is in immediate sight. 
Because the statute becomes effective October 1, some inquirers 
are assuming that they are under obligation to have their tariffs 
on the file of the Commission by that day. That is not the 
assumption at the Commission. 

It is deemed impossible for the Commission to get itself 
ready by that day to receive any tariffs. It has created its Bureau 
of Motor Carriers. That, however, those in touch with the situa- 
tion point out, does not mean that there is a bureau ready to func- 
tion. John L. Rogers has been made director of it but he has 
not yet set up a complete staff to handle the matters that will 
come under his control. At present he is swamped with the 
immediate duty of assembling a staff. No informed man believes 
he can get that work far enough along to think of requiring the 
filing of tariffs by October 1. 

After Mr. Rogers has assembled his staff the section that 
will have charge of tariffs will have to propose rules to govern 
tariff forms. That means among other things, the formulation 
of the equivalent of the Commission’s Tariff Circular 20, the 
book of rules for the guidance of tariff makers for the railroads. 
There is a thought that the first tariff circular will be relatively 
simple. After that has been done the Commission, either as an 
entirety or at least division 7, the division having charge of motor 
carrier regulation, will have to promulgate it, unless in the 
improbable event that the Commission, in its desire to make 
progress, issues an order, permitting carriers to file tariffs in the 
form in which they have them now. 

Such an order is deemed improbable for the reason that the 
Commission, when it first required railroads to file their tariffs, 
permitted them to file them in such form as pleased the filing 
agents. The result, according to tradition at the Commission, 
was that for two or more years, it was almost if not wholly 
impossible for the Commission or any of its staff, to say posi- 
tively that such and such a figure was the rate between two 
points. For practical purposes, the Commission’s file of tariffs 
for the first few years, was hardly worth the space given over 
to it. 

There is an urge, however, for quick action. Critics of the 
Commission, in Congress and out of it, have charged, in effect, 
that the Commission has been so slow with its work that in 
some cases the long delay has amounted to a denial of justice. 
Commissioners have become sensitive on that point. The fact 
that they were ready to announce the creation of division 7 the 
minute the motor carrier bill became a law was taken by the 
informed ones as indicating its determination not to throw itself 
open to criticism in the matter of the administration of the 
motor carrier law by making haste too slowly. 

Appointment of Commissioner Eastman to be chairman of 
that division is not attributed wholly to respect for the unwrit- 
ten rule of parliamentary bodies that the offerer of a resolution 









PAGE 364 


to appoint a committee shall be made the chairman of the com- 
mittee when the resolution may be adopted. It is believed his 
fellow commissioners remembered that Commissioner Eastman 
was the author of a bill to reorganize the Commission under a 
chairman appointed by the President, who, with the members of 
a Board of Control, should practically operate a Commission to 
‘be composed of sixteen members. One of the arguments for 
an enlarged Commission is speedier dispatch of its work. 

Making Commissioner Eastman chairman of the new division, 
it has been suggested, puts the primary responsibility for speed 
or lack of it on him, in the matter of the administration of the 
new statute. 

Under the motor carrier act the Commission has the power 
of suspension, except as to initial schedule or schedules filed 
by carriers in bona fide operation when section 216 of the act 
takes effect, as provided in paragraph (g) of that section. A 
board of suspension must be set up to handle protests against 
proposed changes after the initial filing. 

Machinery for considering requests for permission to make 
changes on less than statutory notice, which the motor carrier 
act authorizes, it is believed, will have to be set up at the same 
time that provision is made for the filing of tariffs and for the 
handling of protests against proposed changes. That is based 
on the assumption that situations will arise constraining car- 
riers to propose changes in rates on short notice, just as rail- 
roads propose changes on less than statutory notice. 

The fact that the Commission, in the matter of motor car- 
riers, has now much the same powers that it possesses over car- 
riers by railroad suggests that there is a huge mountain of 
work to be done to put the act into effect. The size of that 
mountain suggests the improbability of a requirement that tariffs 
be filed as early as October 1. 


Making of Rates 


Assumption, by the national rates and tariffs committee of 
the American Trucking Associations, Inc., of the task of making 
rates for the trucks of the country, is expected to bring forth 
a spirited debate on the fundamental theory of rate-making to 
be used by it. The committee is scheduled to meet in Wash- 
ington, September 9. State committees have been set up to 
help the national committee. 

At its first meeting the national committee adopted a resolu- 
tion recommending that trucking rates be developed “on a basis 
of reasonable truck operating costs, plus a reasonable profit, 
and applied under a truck classification of commodities.” The 
question of what basis to use in the making of trucking rates 
arose while the industry was operating under NRA codes. 

According to the Washington office of the American Truck- 
ing Associations, Inc., the national rates and tariffs committee, 
in adopting the resolution to have the rates founded on costs, 
plus reasonable profit and a truck classification of commod- 
ities, did not attempt to reach a final conclusion in the matter. 
Instead, it is explained, the committee, in adopting that resolu- 
tion, was merely sending up a trial balloon so as to obtain the 
reaction of the industry. 

Both truckers and shippers, it is said, have reacted to the 
matter in a manner assuring discussion of the subject, the reac- 
tion being in the form of letters to the Washington office. The 
conclusion at the Washington headquarters is that the shippers 
tend toward the use of cost as the basis for truck rates. One 
communication takes the position that rates should be based 
on cost and not made a percentage of rail rates. On such a 
basis, consideration, it is asserted, can be given to not only the 
costs but to the character of the services, the trucks, in many 
instances, giving express service. That communication, while 
arguing for the cost basis, contended that, on some commodities, 
the trucks were entitled to rates as high as or higher than the 
rail rates, while other commodities could be handled more 
advantageously by trucks than by rail and could, therefore, take 
lower rates. 

A shipper traffic manager wrote that the truck classifica- 
tion should be the same as the rail classification except that 
trucks should not be required to observe consolidated classifica- 
tion rules 10, 40 and 41. He argued that rates should be based 
on cost of service and the nature of the service to be rendered. 

A truck operator was quoted as asserting that “cost of 
service only as the rate making factor will bring about de- 
moralization and will bring down rates so low that motor car- 
riers will not be able to operate; it would be the opening 
wedge for the railroads to stand back until most of the carriers 
had been removed from the picture and then assume a monopoly 
of the transportation field.” 

Another suggested that, on operations up to 250 miles, the 
truck lines could show a reasonable profit on 90 per cent of 
the rail rate, down to and including the fourth class. Anything 


lower than fourth class, he said, would have to take the rail 
rate. 
be at least 10 per cent more than the rail rate. 


After 350 miles, that writer said, the truck rate should 
Such rates, it 
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was suggested, would bear out the old proposition that ty 
railroads could not show a profit on short-haul less-than-carloy 
rates. Rates arranged in that way, the writer suggested, wou 
have a tendency to divert more short-haul freight to the trig 
lines, and, in turn, give back to the railroads the longer haw’ 
which is more profitable to it.” 

Additional state rate committees have been appointed 


South Dakota—William Wilson and Emil Dobash, Sioux Fa}, 
W. J. Flamming, Tyndall; Vern Vanderhule, Yankton; and J, 1 
Timmons, Winner. 

Wisconsin—A, S. Bartzen, Milwaukee; Joseph Pope, Wausau; anj 
Herb Olson, Green Bay. 

E. A. Blackard and William Leishear of Washington have beg 
named to the District Columbia committee, while A. W. Young ani 
Ray Lilenquist, both of Salt Lake City, have been added to th 
Utah group. : 

Jobs in Motor Bureau 


The Commission’s Bureau of Motor Carriers is to be se 
up in accordance with the classified civil service law and the 
practices thereunder and all appointments are going to be made 
in compliance with that statute and the rules of the Civil Service 
Commission, according to Commission officials, That, said they, 
had been made clear to every applicant for a position in that 
bureau, and to members of Congress who had made inquiries 
about appointments (see Traffic World, Aug. 17, p. 291). 


John L. Rogers, director of the new bureau, is using his 
waking hours considering the qualifications of men to hold key 
positions in his bureau. Some of those under consideration are 
already in the classified civil service of the government ani 
some are on the rolls of the Commission. 

Competency, according to Mr. Rogers, is to be the test for 
appointment, The civil service law does not require an ap 
pointing officer to take a man from the register of the Civil 
Service Commission if the appointing officer is of the opinion 
that there is no competent man, in the broad sense of the word, 
on that register—that is, one qualified to fill the position needing 
to be filled. 

It is within the power of the Commission, if it is unable 
to find a man it deems qualified to fill the vacant place, to pick 
out a man and then have the President, by means of an execu- 
tive order, direct the Civil Service Commsision to hold a non. 
competitive examination. In that way the man desired for a 
particular place because of his particular qualifications to do 
the work needing to be done, can have his competency ascer- 
tained and made a matter of record in the Civil Service Com- 
mission. 

In that way the Commission has obtained the services of 
specially qualified men, although at the time of their selection, 
they were not or any of the Civil Service Commission’s registers 
of eligibles. 


As to the minor or clerical positions it is certain the registers 
of eligibles will be adequate to fill the new places. There is 
doubt about the adequacy of those registers to provide eligibles 
to fill the higher positions. 


As outlined the plans for the new bureau is to have six 
sections, namely, of certificates, traffic, accounts, formal cases, 
safety and legal. Each section is to have at least one chief. 
The section of certificates is to have two assistant chiefs of 
section, six attorneys, 25 junior attorneys and 25 high grade 
statistical clerks. The section of traffic is to have two assistant 
chiefs, 15 tariff examiners and 15 rate clerks. The section of 
accounts is to have three chiefs. It is to be divided into parts 
relating to statistics, research and labor relations. It is to have 
an equal number of assistant chiefs, one economist, three junior 
economists, two engineers, 12 accountants of one grade and 12 
accountants of another grade. The section of formal cases 
is to have one section chief, two assistant chiefs, 10 examiners 
of one grade, 10 of another and 10 junior attorneys. The section 
of safety, divided into hours of service and safety regulations 
is to have one chief, one assistant and two safety engineers. 
The legal section is to have one chief attorney in charge, 10 
attorneys and two law clerks. 


That set-up pertains to the Washington staff. There are to 
be sixteen field offices. Each district office is to have a district 
representative in charge, one joint board representative, one rate 
examiner and one accountant, with supervisors attached to the 
staff ranging from two to eleven. 

Director Rogers has been examining the eligible registers 
of the Civil Service Commission. There is no doubt now about 
the adequacy of the registers for the filling of what might be 
called the minor positions in Washington. It is believed, how- 
ever, that there will have to be examinations, for the making of 
registers of eligibles to fill the positions outside of Washington. 
The examinations will be held by the Civil Service Commission 
when the regulating Commission notifies it that it needs per 
sonnel for the district offices. The Civil Service Commission 
will give notice of the times and places for the holding of exam! 
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nations When the regulating Commission has given it notice 
that it needs employes of specified qualifications. 

Examinations will be held outside of Washington so as to 
have registers of eligibles near the places where they will be 
employed. Examinations in the field are held so as to save 
applicants for government employment the expense of coming 
to Washington, where there is no scarcity of eligible for the 
ordinary run of positions, 
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TRUCKING MINUS NRA CODE 
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President Roosevelt has transmitted to Senator Harrison, 
chairman of the Senate finance committee, data prepared by 
the National Recovery Administration as to “departures from 
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to th 
. former code standards” following the killing of the NRA codes 
by the decision of the Supreme Court of the United States. 
eget As to trucking, it was stated that, for July, reports had been 
d the received of 97 instances of increases in hours in 28 states, 123 
mad: instances of decreases in wages in 12 states, 83 instances of 


rvice AE increases in hours and reductions in wages in 16 states, and 23 
they fe instances of price cutting in 7 states. 
of In the state of New York, according to the report, there 


t 

oa were only two changes reported as to hours; one change as to 
y wages and none as to hours and wages, or price cutting. 

hi In the state of Illinois there was only one change reported 

f~. as to hours, and none as to wages, hours and wages and price 
’ cutting. 

| are In Massachusetts there were reported 16 changes as to 

and hours; in Nebraska, 10; in California, 7; in Virginia, 7; in 

tie Georgia, 6; in Iowa, 6; in Louisiana, 5; in Tennessee, 5; in 

ap 

Yivil 

nion 

ord, NOTICE TO SUBSCRIBERS 


ling Future issues of The Traffic World, The Traffic Bulle- 
ble tin, and The Daily Traffic World and Traffic Bulletin will 
ick report all proceedings under the motor vehicle act, 1935, 
CU: regulating bus and truck operations—tariff abstracts, per- 
missions to change rates on short notice, suspension or- 


ders, digest of complaints, reports on applications for cer- 
do tificates and permits to operate and action thereon, on 
consolidations and mergers, regulation of issues of securi- 
ties, maximum hours of service and qualifications of em- 


m- 

| ployes, and equipment standards. This information will 
of be just as complete, prompt, and accurate as that now 
in, printed in connection with railroad rates and services. 


Texas, 5; in Maryland, 4; in New Hampshire, 4; in Michigan, 
3; in Idaho, 2, and in Minnescta, 2. One change each was 
credited to Alabama, Arizona, Arkansas, Connecticut, Florida, 
Illinois, Kansas, Montana, New Mexico, Ohio, Rhode Island, 
Vermont and Washington. 

In Michigan there were reported 95 instances of wage cuts. 
Texas was next with 9; Minnesota, 4; Tennessee, 3; Louisiana, 
3; Florida, 2; Iowa, 2; and one each for California, Maryland, 
Nebraska, New York and Ohio. 

Changes in hours and wages by states were reported as fol- 
lows: Georgia, 34; Louisiana, 11; Minnesota, 6; Iowa, 5; Massa- 
chusetts, 4; South Carolina, 4; Nebraska, 3; Texas, 3; two each 
for California, Connecticut, Idaho, Tennessee and Vermont; and 
one each for Arizona, Indiana and Maryland. — 

Price cutting instances were reported as follows: Tennessee, 
11; South Carolina, 4; Minnesota, 3; Nebraska, 2; and one each 
for Florida, Louisiana, and Pennsylvania. 


a a 


SOUTHWESTERN TRUCK RATES 


Members of the southwestern area rate committee, one of 
the regional committees of the American Trucking Associations, 
Inc., charged with the consideration of truck rates under the new 
law, met at Kansas City, August 28. Resolutions were adopted 
favoring the adoption of “the consolidated rail classification L. C. 
L. rating and rail rates subject to some modifications and excep- 
tions to suit truck operations provided the railroads and 
carloading companies take out all so-called truck compelled rates 
and return their rates to the normal basis, and further subject to 
such modifications in certain territories that may be necessary 
temporarily due to interstate rate situations.” The committee 
decided that a truck load minimum for the purpose of ratemaking 
should be fifty per cent of the railroad classification carload mini- 
mum and that “a proper differential over the carload rate” should 
be applied to such shipments. Rail carload rates should apply 
only on quantities equal to rail carload minimum, the committee 
decided, “provided no carload freight be accepted at less than 
thirty-five per cent of first class.” States represented at the 
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meeting were Iowa, Nebraska, Missouri, Kansas, Arkansas, Okla- 
homa and Texas. 
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TRUCKERS’ CONVENTION 


The American Trucking Associations, Inc., has announced 
that Coordinator Eastman and John L. Rogers, director of the 
Commission’s Bureau of Motor Carriers, will speak at the 
second annual convention of the association to be held at Chi- 
cago October 14 and 15. The convention will be held at the 
Stevens Hotel. 

The tentative program calls for discussion of the new prob- 
lem of regulation under the motor carrier act, safety, taxation, 
insurance and rates. Group meetings will be held by over-the- 
road common carriers, not-for-hire operators, cartage operators, 
contract carriers, dump truck operators and secretaries of asso- 
ciations. 


ROAD BUILDERS’ CONVENTION 


The American Road Builders’ Association has announced 
it will hold a “road show,” described as the “show window” of 
the highway industry for the display of highway building equip- 
ment and materials, in connection with its annual convention 
at Cleveland, O., the week beginning January 20, 1936. The 
last “road show” was held at the 1933 convention. Decision to 
resume holding the show, said William P. McDonald, president, 
indicated that those in closest touch with the situation believed 
the highway construction industry was “over the top” on the 
road to recovery. 

Charles M. Upham, engineer-director of the association, 
said the industry had a potential fund well in excess of $1,500,000,- 
000 available for the next twelve months, the reference being to 
federal and state funds for highways, streets and elimination 
of grade crossings. 


U. S.-ALASKA HIGHWAY 


President Roosevelt has signed S. 1374, the bill providing for 
the taking of steps looking to the construction of a highway 
extending between the continental United States in the Pacific 
northwest to Alaska. Negotiations will be undertaken with 
Canada with respect to the part of the highway that will pass 
through that country. 


MOTOR GAS TAXATION 


State legislatures, according to the American Automobile 
Association, have passed legislation adding about $32,000,000 
a year in the “gas tax load” that must be met by motor vehicle 
operators of all classes. The association said a survey by it 
showed there was still continued large scale diversion of gas 
tax revenues to other than road purposes. Increases of one cent 
a gallon were voted by the states of Connecticut, Delaware, 
Nebraska, New York and Pennsylvania, according to the asso- 
ciation. 


WESTERN PICKUP AND DELIVERY 


The general principle of pick-up and delivery for merchan- 
dise freight was approved at a meeting of western traffic 
executives in Chicago August 26, but it was agreed that factors 
of truck and canal competition and differences in traffic densities 
made it inadvisable to set a uniform standard of services and 
rates throughout the territory. This decision cleared the way 
for the filing of the new class rate schedules in combination 
with pick-up and delivery on which western trunk line railroads 
have been working for some months. Recent granting by the 
Commission of the necessary fourth section permission cleared 
away another obstacle and it was said at the offices of the 
Western Trunk Line Committee, after the meeting, that the new 
rates would probably be filed immediately after the meeting 
of the Association of American Railroads in Washington in 
September. 

A. F. Cleveland, vice president, traffic department, A. A. R., 
who intended to attend the meeting, was not present. E. B. 
Boyd, Western Trunk Line chairman, was instructed to make 
a full report of the meeting to Mr. Cleveland. 

As matters now stand in the west, the transcontinental 
railroads will continue their present policy of instituting mer- 
chandise class rates, including pick-up and delivery at specific 
points as conditions seem to warrant. In the southwest, pick- 
up and deiivery on L. C, L. is generally in effect, subject to 
definite weight and distance limitations. The western trunk 
line plan contemplates universal L. C. L. pick-up and delivery 
with the service included in a new reduced schedule of class 
rates now being checked in and with a five-cent allowance each 
to the shipper and receiver where either or both elect to perform 
the services themselves. 

Nationwide merchandise freight pick-up and delivery is ex- 
pected to be one of the major subjects for discussion at the 
coming A. A. R. meeting. 
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Ocean Shipping News 
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SHIP SUBSIDY LEGISLATION 


The Traffic World Washington Bureau 


/ FTER rejectiing a substitute offered by Senator Black, chair- 

man of the special committee investigating ocean mail con- 
tracts, the Senate adopted a resolution offered by Chairman 
Copeland, of the commerce committee, extending the time with- 
in which the President may modify or cancel the ocean mail 
contracts entered into under the Jones-White ocean mail sub- 
sidy act of 1928. Under existing law the President may modify 
or cancel ocean mail contracts up to October 31, 1935. 

Following adoption by the Senate, the Copeland resolution 
was sent to the House. The first attempt there to get favorable 
action was blocked by failure to obtain enough votes to suspend 
the rules and consider the measure. Later, however, the House 
took up the resolution and adopted it. It was sent to the Presi- 
dent for his signature. It was understood the President had 
urged approval of the measure, 

The Copeland resolution, offered after efforts to obtain en- 
actment of ship subsidy legislation had failed, provided that the 
time for action on the contracts should be extended to April 
30, 1936. This was amended so as to make it March 31, 1936. 

Senator Black’s substitute,provided for termination of the 
contracts March 31, 1936, and for the suing of the United States 
by the contractors under their contracts if they wished to do so. 

In the debate on the Copeland resolution, Senator Black re- 
ferred to his committee’s investigation of ocean mail contracts. 
As chairman of the committee investigating lobbying, he had 
steamship company representatives before that committee and 
questioned them as to their activities with respect to ship sub- 
sidy legislation. His inquiry revealed that the steamship men 
had participated in conferences relating to the legislation, and 
that their representatives were constantly on hand in Wash- 
ington. 

Senator Copeland twitted the steamship interests for their 
failure to agree on subsidy legislation, and said the reason was 
that there were aS many opinions in the shipowners’ industry 
as there were shipowners. 


“A concerted lobby on their part is as impossible as it is 
to get the inmates of a lunatic asylum to agree on anything,” 
said he. “What I am saying is from the heart; it is disagreeable, 
perhaps, but the shipping industry of this country is largely 
responsible for its own sad condition, and it is a sad condition.” 





OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


Activity in the full cargo trades in the last week has been 
limited in all directions.” Freight rates remained unchanged 
and prompt tonnage was still plentiful. The dullness has been 
ascribed in some quarters to war talk, with shipowners hesitant 
to make commitments if war is imminent, preferring to with- 
hold tonnage until rates advance. 

No fixtures of grain cargoes were reported and berth busi- 
ness was limited. Chartering of trans-Atlantic sugar cargoes 
was likewise at a standstill. 

The time charter market was dull, particularly in the West 
Indies and Canadian divisions, though several vessels were 
engaged for longer voyages. They included two for the East 
Coast of South America, a steamer of 3,170 net tons for a trip 
down in the River Plate trade, delivery Montreal, redelivery 
River Plate, done at 60 cents for September loading, and a 
motorship, 2,664 net, for a round trip in the East Coast trade 
at 92% cents for late August loading. A motorship of 2,624 net 
tons was chartered for a single voyage from the North Atlantic 
range to the Far East, for loading the last half of September. 
One intercoastal time charfer was consummated, a steamer of 
2,999 net tons from North Atlantic to North Pacific for Septem- 
ber. An American vessel, 2,026 net, was engaged for a single 
voyage, delivery North Pacific, redelivery San Francisco, for 
early September. 

Scrap iron fixtures included a motorship of 3,622 net tons 
from Norfolk and Newport News to Ywata on the basis of $3.00 
f. i. 0, steamer to pay lighterage at Ywata if necessary, Sep- 
tember loading; an American steamer, 2,668 net, from San Fran- 
cisco and Los Angeles to Japan for August-September loading; 
and a 925 net ton steamer from the North Atlantic to U. K., done 
at $2.25 f. i. o. for prompt loading. 

One fixture was consummated in the export coal trade, a 











vessel of 2,988 net tons from Hampton Roads to Pernambuco 
at 7s 6d for September. 

Tanker fixtures included several from the Gulf, among them 
an American steamer for 75,000 barrels, clean, to Montreal at 27 
cents for September; a 13,000 ton tanker for a dirty cargo to 
Japan at 14s 6d for September loading and a 9,000 ton motor- 
ship for a dirty cargo to Montreal at 26 cents, August loading. 

The Black Diamond Line and the Compagnie Maritime Belge 
(Belgian Line) deny that the new Red Star Line (Red Star 
Linie G. m. b. H.) has won a place in either the Continental 
North Atlantic Freight Conference Western Group Pool or in the 
Continental North Atlantic Westbouhd Freight Conference as a 
result of the decision of Max Oboussier of Hamburg, formerly 
director of the Hamburg-American Line (see Traffic World, 
August 24, p. 329). Mr. Oboussier was nominated sole arbitra- 
tor on the question by four lines df the German group—the Balti- 
more Mail, Hamburg-American, United States Lines of Nevada, 
and the North German Lloyd, all operating to Germany, according 
to officials of the Black Diamond and Belgian lines. 

Of these four lines, they said, the Baltimore Mail Line and 
the United States Lines of Nevada are controlled by the Interna- 
tional Mercantile Marine, former owners of the old Red Star 
Line, leaving only the two German lines operating from the 
ports of Hamburg and Bremen as the other two complaining lines. 

The position of the Black Diamond and Belgian lines, it 
was stated, was that this was a question which was of no 
concern of the German group but solely concerned the western 
group of lines, particularly the Antwerp conference lines; also 
that Mr. Oboussier had no authority to pass on the question as 
to whether a new line could or could not be admitted to a 
voluntary association, The Black Diamond and Belgian lines, 
therefore, refused to participate in the proceedings. The arbi- 
trator proceeded over the protests of the two lines and in doing 
so acted without authority, they held. 

A conference on the American merchant marine will be held 
in New York November 18 and 19 in conjunction with the ninth 
annual meeting of the Propeller Club of the United States, it 
was announced at a meeting attended by Joseph B. Weaver, 
director of the Bureau of Navigation and Steamboat Inspection. 
The conference has the endorsement of Secretary of Commerce 
Roper. The meeting was attended by executives of most of the 
American steamship companies operating out of New York, ship- 
yard officials and representatives of marine organizations. 


The Maritime Association of the Port of New York, through 
Eugene F. Moran, chairman of its Port Facilities Committee, has 
filed with the Army Corps of Engineers a protest against pro- 
posals to change the harbor lines in New York, contending that 
the proposed changes would interfere with and retard the com- 
merce of the port. 


The report cited the proposals to extend Governor’s Island 
1,000 feet to the west and several thousand feet to the south to 
provide space for an aviation field and proposals to fill in the 
Bay Ridge flats, extend the East River bulkhead line from Grand 
to Eighteenth St. and provide a large land fill near Constable Hook 
and Bergen Point, as examples of the movements now under 
way. The report was presented at a meeting of the board of 
engineers, which reserved decision on the proposals. 


FREIGHT CONFERENCE CASE 


The Department of Commerce, in a report in No. 179, applica- 
tion of Red Star Line G. M. B. H. for membership in North At- 
lantic Continental Freight Conference—agreements 1456 and 4490 
and conference agreement 48, has found justified denial by the 
conference of the application of the Red Star Line for mem- 
bership. The basis of denial, however, it found, had been re- 
moved by withdrawal of approval of the agreement requiring the 
Arnold Bernstein Line to carry only unboxed rolling material. 

An order was entered by Secretary Roper discontinuing the 
proceeding and disapproving agreement No, 1456, as amended by 
agreement No. 1456-1. Under this agreement the Arnold Bern- 
stein Line was required to restrict its carryings to unboxed 
rolling material (automobiles, chassis, trucks, tractors and aero- 
planes). 

Disagreement between the Arnold Bernstein Line and the 
other members subscribing to the agreement arose with the 
result, according to the report, that Arnold Bernstein organized 
the Red Star Line which acquired the Red Star Line and the 
vessels “Pennland” and “Westernland.” The new company ap- 
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plied for membership in the North Atlantic Continental Freight 
Conference. 

As its intention was to engage in the transportation of gen- 
eral cargo between points in the United States and Antwerp, 
said the report, its application was denied by the conference 
on opposition by Black Diamond Lines and Compagnie Maritime 
Pelge (Lloyd Royal) S. A. which urged the provisions of agree- 
ment No. 1456. 

The department found that there was warrant for treating 
Arnold Bernstein Line, Red Star Line G. M. B. H., and Arnold 
Bernstein as one for the purpose of this case, and that therefore 
it could not lend approval to the application of the Red Star 
Line for membership in the conference as long as Arnold Bern- 
stein Line or Arnold Bernstein, was a party to agreement 1456, 
because if it did there would be sanctioning of two agreements 
under section 15 of the shipping act, 1916, in conflict with each 
other, contrary to public policy. 

The department said further that it was clear from the 
record that agreement 1456 as approved by the board did not 
reflect the present understanding of the parties, and that the 
agreement had been modified by the parties June 6, 1933, retro- 
active to January 1, 1933, without approval as required by sec- 
tion 15. There had not been a proper filing with the bureau 
of the modification, said the department, and, in the circum- 
stances, it withdrew approval of the agreement. Continuing, it 
said: 


The parties thereto will be expected to furnish the department, 
under oath, a full and complete statement of all carryings and pay- 
ments made under this agreement from its inception up to and in- 
cluding such final settlement as is made. 

The application of the Red Star Linie G. m. b. H. for member- 
ship in the conference was denied upon opposition by Black Diamond 
Lines and Compagnie Maritime Belge (Lloyd Royal) S. A., which 
urged the provisions of agreement 1456. For reasons already set 
forth in this report this position was justified. Disapproval of agree- 
ment 1456, however, removes this barrier. It is not apparent from 
tke record whether Red Star Linie G. m. b. H. is willing to join the 
conference as now existing under the agreement approved on Aug- 
ust 24, 1935. If so, there will exist after the order in this proceeding, 
and upon the record now before the department no lawful reason for 
refusing its admission to membership. 


WATER CARRIER AGREEMENTS 


The following agreements have been approved by the De- 
partment of Commerce pursuant to the provisions of section 15 
of the shipping act, 1916, as amended: 


Agreement No. 4310 between United Fruit Company and Com- 
pagnie Generale Transatlantique (French Line) providing for the 
booking and transportation of passengers between New Orleans and 
Vigo, Coruna and Santander, Spain, and St. Nazaire, France. 

Agreement No. 4407 between Pacific-Atlantic Steamship Com- 
pany (Quaker Line) and The Bank Line, Limited, providing for the 
transportation of cargo under through bills of lading from U. S. 
Atlantic Coast ports to Japan, Korea, Formosa, Siberia, Manchuria, 
China, Hong Kong, Indo-China, and the Philippine Islands. 

Agreement No. 4408 between States Steamship Company (Cali- 
fornia-Eastern Line) and The Bank Line, Limited, providing for the 
transportation of cargo under through bills of lading from U. S. 
Atlantic Coast ports to Japan, Korea, Formosa, Siberia, Manchuria, 
China, Hong Kong, Indo-China, and the Philippine Islands. 

Agreement No. 4463 between Grace Line, Inc. (Grace Line) and 
United Fruit Company providing for the booking of passengers for 
round-trip transportation from New York to Kingston, Jamaica, and 
return to New York. 

Agreement No. 4471 between Coast Steamship Company (1922) 
Limited and American-Hawaiian Steamship Company providing for 
the transportation of cargo on through bills of lading from Van- 
couver, Victoria, New Westminister, Powell River, Chemainus, and 
Port Alice, British Columbia, to U. S. Atlantic Coast ports. 

Agreement No. 4473 between Kokusai Kisen Kabushiki Kaisha 
and States Steamship Company (California-Eastern Line) providing 
for the transportation of cargo under through bills of lading from 
Japan, Korea, Formosa, Siberia, Manchuria, China, Hong Kong, In- 
do-China, and the Philippine Islands to U. S. Atlantic Coast ports. 

Agreement No. 44758 between American-Hawaiian Steamship 
Company and _ Rederiaktiebolaget Transatlantic (Transatlantic 
Steamship Company, Ltd.) providing for the transportation of cargo 
on through bills of lading from United States Pacific Coast ports to 
ports in Finland and Sweden. 

Agreement No. 4479 between American-Hawaiian Steamship 
Company and Aktiebolaget Svenska Amerika Mexiko Linien (Swed- 
ish America Mexico Line) providing for the transportation of cargo 
on through bills of lading from U. S. Pacific Coast ports to ports in 
Finland and Sweden. 

Agreement No. 4484 between Border Line Transportation Com- 
pany and American-Hawaiian Steamship Company providing for the 
transportation of cargo on through bills of lading from Vancouver, 
Victoria, New Westminister, Powell River, Chemainus and Port Alice, 
British Columbia, to United States Atlantic Coast ports. 

Agreement No. 4487 between States Steamship Company (Cal- 
ifornia-Eastern Line) and Pacific-Java-Bengal Line (N. V. Stoom- 
vaart maatschappy ‘‘Nederland’’ and N. V. Rotterdamsche Lloyd) 
providing for the transportation of cargo under through bills of lad- 
ing from U. S. Atlantic Coast ports to the Philippine Islands. 

Agreement No. 4488 between Pacific-Atlantic Steamship Com- 
pany (Quaker Line) and Pacific-Java-Bengal Line (N. V. Stoom- 
vaart Maatschappy ‘Nederland’ and N. V. Rotterdamsche Lloyd) 
roviding for the transportation of cargo under through bills of 
ading from U. S. Atlantic Coast ports to the Philippine Islands. 

Agreement No. 4495 between San Diego-San Francisco Steamship 
Company and Calmar Steamship Corporation providing for the trans- 
portation of cargo under through bills of lading from Monterey, 
California, to U. S. Atlantic Coast ports. 


Agreement No. 3989-1 between N. V. Nederlandsch-Amerikaan- 
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sche Stoomvaart-Maatschappij ‘“Holland-Amerika Lijn’’ and Wate. 
man Steamship Corporation adding dried beans to Agreement Ny 
3989, which provides for the through transportation of chick Deas 
from Mexican ports to Puerto Rico. 

Agreement No. 128-45 between Anchor Line (1935) Ltd., Cunarg 
White Star Limited, Norddeutscher Lloyd, United States Lines Com. 
pany, et al., modifying agreement of the Atlantic Conference (Cop. 
ference Agreement No. 128-1) by recording understanding of th, 
lines that members may grant reduction of 30% from tariff fare 
(except third-class) to students from the United States or Canada 
attending an Italian State University for a definite course of stuq; 
ér returning therefrom, or to students holding Italian Government 
scholarship certificates or otherwise assisted by the Italian Govern. 


PIER STORAGE INVESTIGATION 


The Traffic World New York Bureay 


Acting on complaints by the ports of Boston, Philadelphia, 
Baltimore, and Norfolk, the Shipping Board Bureau opened an 
inquiry in New York August 26 as to practices prevailing on 
New York piers, particularly in regard to the free storage of 
freight for long periods. A. L. Lansdale, chief examiner for 
the board’s bureau of regulations, presided, and was assisted 
by Examiner M. G. De Quevedo. 

At the opening of the hearing, questionnaires sent out some 
time ago by the Shipping Board Bureau to about 100 steamship 
companies operating at the Port of New York were filed and 
officials of various lines testified as to their practice regarding 
free storage on piers. The general opinion appeared to be that, 
though the practice of giving almost unlimited storage on piers 
was common, the steamship companies would be glad to have 
definite limits set, the difficulty being to get all the lines to 
agree on a common limitation. 

One of the witnesses who testified the first day was Captain 
George L. Holt, marine superintendent of Moore and McCor-. 
mack, Inc., who admitted that freight had been stored on piers 
of the American Caribbean Line as long as ninety days with- 
out the imposition of a storage charge. During the war, he 
said, a charge was imposed, but since that time the steamship 
companies had returned to the old practice of allowing unlimited 
storage. He expressed the opinion that it would be a good 
thing if the free storage time could be limited and a charge 
for storage beyond the limit imposed. His line, he said, would 
be willing to go along with others, but any agreement would 
have to embrace all lines in the West Indies trade serving the 
ports of call of the American Caribbean Line. 

Other witnesses, most of whom testified along the same 
lines as Captain Holt, included James A. Farrell, Jr., presi- 
dent of the American South African Line; Thor Eckert, vice- 
president and general manager of the Red Star and Arnold Bern- 
stein Lines in New York, who said his company generally notified 
consignees to remove freight from the piers after five days, 
but admitted that fifteen days was the average limit of storage 
time; and James Sinclair, chairman of the Associated Trans- 
atlantic Freight Conferences. 

William J. Mathey, traffic manager of Seatrain Lines, Inc, 
testified that seven days’ free time was allowed on his com- 
pany’s piers in Hoboken, after which a charge of $2 a day a 
car was imposed. 

Further endorsement of a uniform storage limit was given 
by steamship company Officials on the second day. With few 
exceptions those testifying agreed that unlimited free storage 
should be abolished provided that a uniform agreement pre- 
vailed among all steamship lines serving the port. 

J. B. Lyon, of the Munson Line, said that, in one case, a 
consignment of coffee had been stored on the company’s piers 
for an indefinite period and it finally had to be sent to a ware- 
house where storage charges of $1,392 had to be paid by the 
line. The Munson Company did not attempt to collect the 
charges, he added, because it was forced to grant free storage 
to other shippers to meet competition. 

James E. Magner, freight traffic manager of the Grace Line’s 
Panama Mail service, also testified regarding the coffee storage 
situation. In one instance, he said, a consignment of coffee 
remained on his company’s piers for 44 days without charge. 
He added that eighteen days was the average length of time 
and said his company would be glad to enter into an agreement 
on the subject. 

The contention of outports that unlimited free storage allowed 
on New York piers was responsible for diversion of much cargo 
from outports was disagreed with by some witnesses. B. F. 
Gaede, of the Hamburg-American Line-North German Lloyd, 
maintained that the principal reason for cargo that moved 
through the outports was that it was of low-class type and that 
such high-class cargo as moved through other North Atlantic 
ports than New York was due to the introduction of superior 
services, such as that of the Baltimore Mail Line from Baltimore 
and Norfolk to Europe. A representative of one of the Nor- 


wegian lines advanced the theory that New York was losing 
cargo to the outports on account of facilities for cheap shipment 
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and the lower railroad differential on export and import freight 
at the outports. ; 

Among the other officials who testified the second day were 
Hendrik S. Muller, general representative of the Royal Nether- 
jands Steamship Co. in New York; L. B. Ilgen, traffic manager of 
Daniel Bacon, Inc., agents for the Elder Dempster Lines; James 
A. McGuinness of Lamport & Holt; M. A. Coyle, Libera Line, 
and Edward G. Ellis, of the Isthmian Line. 

The hearings were adjourned August 28 to a time and place 
to be set by the Shipping Board Bureau. At the final day’s 
session other steamship officials were questioned as to the atti- 
tude of their companies on limitation of free storage and sev- 
eral representatives of trade associations whose members deal in 
specialized commodities presented their arguments. _ 

The steamship company representitives who testified the 














hia, final day concurred in general with the testimony of those who 
an had previously appeared, in that a uniform rule for limitation 
“= of storage would be favored, although it was felt by some that 
of such a rule should be applied to all ports rather than to New 
for York alone. 
ted H. H. Snider, traffic manager of the Green Coffee Association 

of New York, said the four complaining outports were not con- 
~~ cerned in the coffee situation as New York’s only principal com- 
hip petitors in this trade were New Orleans and San Francisco, with 
nd only a small amount of “distress coffee” finding its way to the 
ng outports. He said that the coffee trade had an agreement with 
al, the ship lines in New York to remove coffee shipped from 
TS Colombia from the piers within eighteen days and that this 
ve was entirely satisfactory to the association. In the Brazilian 
to trade, however, no such agreement had been reached and un- 
; limited storage was the rule, he added. 
In Morris S. Rosenthal, chairman of the shippers’ committee 
r of the Burlap Association, said free storage was only one factor 
rs among many others affecting competition among ports and that 
h- the problem should be handled with the interests of the shippers 
le in mind. Burlap was usually removed from the piers in from 
Pp three to four weeks, he said, but he admitted he had heard of 
d cases where it remained for from six to nine months. 
d Among the steamship officials who testified at the conclud- 
e ing sessions were E, J. Neary of the United Fruit Company; 
d J. C. Keating, Roosevelt Steamship Company; J. J. Halloran, 
d of the American Republics Line, and E. C, Hastings, of the 
e Bank Line. 

Among the representatives of the complafhing outports at 

J the hearings were Walter W. McCoubrey, traffic manager of the 


Boston Port Authority; H. E. Foley, Boston Corporation Counsel; 
Maurice M. Goldman, Assistant Attorney-General of the Common- 
wealth of Massachusetts; Charles R. Seal, representing the 
Baltimore Association of Commerce; H. J. Wagner, traffic man- 
ager of the Norfolk Port Traffic Commission; S. H. Williams, 
traffic manager of the Philadelphia Chamber of Commerce; 
W. W. Wills, Philadelphia Board of Trade, and E. B. Roeder, 
Philadelphia Bourse. 


DANGEROUS CARGOES 


Congress passed H. R. 8598, authorizing and directing the 
Secretary of Commerce to inspect and regulate vessels engaged 
in the transportation of dangerous cargoes in navigable waters 
of the United States. 


FALSE BILLING OF WATER SHIPMENTS 


Chairman Copeland, of the Senate commerce committee, re- 
ported to the Senate S. 3467, a bill amending the shipping act, 
1916, to make applicable to false billing of water shipments the 
provisions of law applying to false billing of articles sent by 
land. He asked immediate consideration of the mesaure but 
action was deferred. 


SHIPOWNER LIABILITY 


Congress has passed S. 3446, amending the law with respect 
to the liability of a shipowner. The act fixes the liability for 
injury to persons or loss of life at not less than $60 for each 
ten of the tonnage of the vessel or the amount or value of the 
interest of each owner in such vessel and her freight then 
pending, if the latter be the greater amount. This legislation 
was urged as the result of the Morro Castle and other sea 
disasters. Representative Sirovich, of New York, said that 
under existing law the total amount of money that could be 
sued for for the loss of 147 lives and injury to 100 persons in 
the Morro Castle disaster was $20,000. 


LOAD LINES FOR COASTWISE SHIPS 


The House, with the Senate later concurring, passed S. 2002, 
the Senate bill providing for establishment of load lines for 
American ships in the coastwise trade, with an amendment 
Providing that, in applying load lines to vessels on the Great 
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Lakes the Secretary of Commerce “is vested with discretion 
to vary the load-line marks from those established by said 
treaty when in his opinion the changes made by him will not 
be above the actual line of safety.” The treaty referred to is 
the International Treaty on Load Lines. of 1930. 

Chairman Bland said the amendment removed objections 
to the bill made by Great Lakes shipping interests. The meas- 
ure is a sequel to one passed several years ago establishing load 
lines for vessels in foreign trade. It was sent to the President 
for signature. 

President Roosevelt signed the load line bill. 


AMERICAN-HAWAIIAN STATEMENT 


The consolidated report of the American-Hawaiian Steam- 
ship Company and the Williams Steamship Corporation (wholly 
owned subsidiary) shows in July, 1935, a net profit from opera- 
tion of $62,007.64 as compared to a net loss of $55,416.40 in July, 
1934. After allowing for depreciation and after capital gains 
or losses, there was a net profit of $5,065.08 as compared to a net 
loss of $185,074.39 the year before. For the seven months end- 
ing in July, 1935, the net profit from operation was $130,573.33 
as compared to a net profit of $174,664.17 for the same period in 
1934. The net loss, after allowing for depreciation and after 
capital gains or losses for the seven months ending July, 1935, 
was $196,693.11, as compared to a net loss of $383,259.87 for the - 
same period in 1934. 





PORT AUTHORITIES CONVENTION DATES 


The regular business sessions of the annual convention of 
the American Association of Port Authorities will be held at 
the Rice Hotel, Houston, Texas, November 11, 12, and 13. Social 
sessions will be held in Galveston, with headquarters at the 
Hotel Galvez, November 14 and 15. The executive committee 
and the board of directors of the association will meet Novem- 
ber 10. These dates were selected so as to give interested 
members opportunity to attend the national foreign trade con- 
vention, which will be held in Houston the week of November 18. 


MISSISSIPPI [PORTS 


The War Department has announced publication of a re- 
vised edition of port series No. 19, covering the ports of Gulf- 
port and Pascagoula, Miss. Copies may be obtained for 20 cents 
each from the Superintendent of Documents, Washington, D. C. 


U. 8. BARGE LINE REPORT 


The long-awaited annual report of the Inland Waterways 
Corporation for the calendar year 1934 was finally made public 
by the War Department August 26. It is dated May 29. Usually 
the report of the barge line has been made public in April each 
year. 

Major General Ashburn, president of the corporation, had 
little to say in the report, which substantiated the loss of 
$920,147.95 the corporation incurred in 1934, as revealed in 
The Traffic World of August 10, p. 249. The general, who, in 
preceding reports had considerable to say about the corpora- 
tion and its operations, contented himself with the following 
in this report: 

The Secretary of War, Governor Inland Waterways Corporation. 

Sir: This report has been somewhat delayed pending the receipt 


of the accountants’ Certificate of Haskins & Sells, certified public 
accountants, which follows: 


“Inland Waterways Corporation: 

‘“‘We have made an examination of the balance sheets of the 
Inland Waterways Corporation and its subsidiary, Warrior River 
Terminal Co., as of December 31, 1934, and of the related statements 
of income and profit and loss for the year 1934. In connection there- 
with, we examined or tested accounting records of the corporation 
(which consistently have been kept in accordance with the classifi- 
cation of accounts prescribed by the Interstate Commerce Commis- 
sion) and other supporting evidence. Such examination included the 
verification by inspection or confirmation obtained from depositaries 
of the cash and securities owned at December 31, 1934. We also made 
a general review of the operating and income accounts for the year. 

“The property and equipment turned over to the corporation at 
the date of organization are carried in the accounts at a valuation 
based on an appraisal made by the American Appraisal Co. Some of 
this property is not used by the corporation and the book value 
thereof is subject to adjustment both as to loss when property is 
retired, and depreciation accrued while carried on the books of the 
corporation. We are informed that the corporation intends to sub- 
mit the required adjustments to the Interstate Commerce Commission 
for approval. 

“In our opinion, subject to the foregoing, the accompanying bal- 
ance sheets, and consolidation, and related statements of income and 
profit and loss, and consolidation, fairly present the position of the 
corporation at December 31, 1934, and the results of their operations 


for the year. 
Haskins & Sells.”’ 

New York, May 17, 1935. 

During the year the Secretary of War announced the following 
policy of the corporation: 

“That the corporation was organized for the purpose of demon- 
strating, through a government-owned transportation system, the 
economy and feasibility of inland water transportation; that carrying 
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on the operation of this system until such demonstration is completed 
and the business can be advantageously turned over to private capital 
and private enterprise is paramount; but that meanwhile every rea- 
sonable measure will ke taken to promote and encourage private 
operation of common carrier barge service on the rivers upon which 
the corporation operates.” 

The general policy of keeping as many men employed as pos- 
sible, so long as funds therefor did not seriously reduce the surplus 
a Inland Waterways Corporation, was followed in 1934, as in 
1933. 

However, the general depression affected all forms of transporta- 
tion so seriously that at a meeting of the advisory board in Novem- 
ber, attended by the secretary of war, ways and means of stopping a 
continued drain upon the reserve of the corporation was discussed, 
and the president of the corporation was directed to effect a reor- 
ganization which would, as far as practicable, accomplish three things: 

(a) Reduction of overhead. 

(b) Increase in volume of freight. 

(c) Increase in revenue per ton. 

The undersigned is happy to state that through the reorganiza- 
tion made effective January 1, 1935, the corporation has again swung 
from the red to the black, and is receiving surplus money derived 
from operations, rather than disbursing from its reserve to carry on 
such operations.* 

The corporation has consistently advocated the regulation of all 
means of transporation, through the medium of a reorganized Inter- 
state Commerce Commission, and a declaration of policy by the 
Congress to support and develop all forms of transportation so that 
the public may have at its disposal the best and cheapest form of 
transportation available. 

Full information regarding the financial affairs of the corporation 
is contained in the report of the secretary-treasurer, hereto attached. 

Interesting comments attached are extracted from the reports of 
my subordinates to me, which are self-explanatory. 


*At the time of submitting this report our reserve fund had in- 
creased by $422,037.83 over the available reserve fund of Dec. 31, 1934. 


Explanation for Losses 


“During the calendar year 1934 losses in tonnage and rev- 
enues as compared with previous years may be attributed to 
more favorable rates offered by other carriers, attempts on the 
part of shippers to obtain reductions in rates through diversion 
of freight to other routes and the activities of rail lines in 
eliminating differentials by reducing rail rates and declining to 
join in corresponding reductions in the joint rail-and-water 
rates,” said L. D. Chaffee, traffic manager. “Loss of tonnage, of 
course, meant loss of revenue and the most important losses 
of revenue were due to rate reductions made to meet reductions 
put into effect by other carriers.” 


Secretary-Treasurer Bartley, in his financial report, said: 
The operating loss from the corporation’s water line agency, the 
Federal Barge Lines for the year 1934, applied to the respective operat- 


ing divisions as indicated in the following comparative summaries: 
Lower Mississippi Division 
1934 In- 


crease (+) 

















1934 1933 Decrease (—) 
Tonnage transported .......... 1,127,342 1,206,302 —78,960 
OEE TOVOUGOS a dics i vccvesverws $3,700,068.49 $4,233,696.76 —$533,628.27 
eee errr ee 4,168,380.78  3,945,142.43 +223,238.35 
NGt INCOME «0 5:00060050: $ 468,312.29* $ 288,554.33 —$756,866.62 
Depreciation included in expenses 469,356.60 473,440.28 —4,083.68 
Income before depreciation.$ 1,044.31 $ 761,994.61 —$760,950.30 
Averages per ton: 
rrr rrr 3.28 3.51 —.23 
ee on en 3.70 $3.27 +.43 
DUGG: IOOUEO 4c dccnscsacs 42* 24 —.66 
The revenues per ton applied as 
follows: 
Freight revenues .......... 3.07 3.24 —.17 
All other revenues.......... ol oot —.06 
NE Stas Clap ee erates 3.28 3.51 —.23 
Upper Mississippi Division 
TOMNGSS tTANAPOTEE «... 06:00 cess 148,068 144,585 +3,483 
Total revenues .............000: $ 232,765.98 § 325,296.61  —$92,530.63 
CC ee Pe Tae 447,090.70 505,894.41 — 58,803.71 
ee re $ 214,324.72* $ 180,597.80* —$33,726.92 
Depreciation included in expenses 66,552.18 72,228.30 —5,676.12 


Income before depreciation.$ 147,772.54* $ 108,369.50* —$39,403.04 





Averages per ton: 





DE <0... cic dlece dew. we acne 1.57 2.25 —.68 
PE Wieiewerinewecwmas 3.02 3.50 —.48 
NOt INCOME: 606050066005 1.45* 1.25* —.20 
The revenues per ton applied as 
follows: 
Freight revenue ........... 1.48 2.19 —.71 
All other revenues.......... .09 .06 +.03 
MOD kttetcinccucteeens ‘ 1.57 2.25 —.68 
Warrior Division 
Tonnage transported .......... 208,449 254,943 —46,494 
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Total TeVeNUES ........cecescens $ 443,382.03 $ 526,217.47  —$82,835.4 
eo eS errr rrr 680,892.97 604,124.89 +76,768 ( 
‘ age elias aye nage ae 
a $ 237,510.94* $ 77,907.42* —$159, 603; 
Depreciation included in expenses 2,105.42 82,252.48 —147.§j 
a eee os a eh a 
Income before depreciation.$ 155,405.52* $ 4,345.06 —$159,7505 
Averages per ton: 
a er ere rr ree 2.13 2.06 —{ 
= Pe rrr 3.27 2.37 + y 
Net MCOME. ....6 666000 1.14* .31* van 
The revenues per ton applied as 
follows: 
Freight revenues .......... 2.04 1.97 +07 
All other revenues ......... .09 09 oasis 
EE ak oes wa mndaeincen 2.13 2.06 +.07 
*Loss. P 
Federal Barge Line (All Divisions Combined) 
1934 
A increase (4+) 
1934 1933 decrease (—) 
Tonnage transported .......... 1,483,859 1,605,830 —121,971 
pe $4,376,261.50 $5,086,210.84 —$708,994.3) 
TOL GEMOTNBOD  oiccccccccessees 5,296,364.45 5,055,161.73  +241,202.7 
OE. GORE cde csece scenes *920,147.95 30,049.11 —950,197.05 
Depreciation included in ex- 
ae ere rr errr 618,014.20 627,921.06 — 9,906.86 
Income before depreciation *302,133.75 657,970.17 —960,103.99 
Averages per ton: : a ——— a 
Pr rere 2.95 3.17 —2 
NOE. A oculeaanwelee ewaw.o 3.57 3.15 +.42 
INGE TNCOMIG cccscccevceses *.62 02 6 
*Loss. 


Warrior River Terminal Co.—This is a subsidiary of the Inland 
Waterways Corporation which operates a rail line switching facility 
between Port Birmingham, Ala., and Ensley, Ala., and connects the 
Warrior division of the Federal Barge Lines with the rail lines enter- 
ing Birmingham. 

Exhibits Nos. 18 to 22, inclusive, display financial and operating 
data for the year 1934. The following summary compares the ton- 
nage, revenues, and expenses for the years 1934 and 1933. a 

934 
increase (+) 

















1934 1933 decrease (—) 
TORE TAMOBOTEOR occ cc ssenee 281,716 319,329 —37,613 
Total revenues ............00005 $170,274.05 $194,800.78 —$24,526.73 
TOTAL GRPONGES .cccccveccrs000 147,084.77 136,158.42 +10,926.35 
POG BROWNE kc dcicicacesense 23,189.28 58,642.36 —35, 453.08 
Depreciation included in ex- 
DE Soswaumvccanere be aaeween 7,854.25 10,045.37 — 2,191.12 
Income before depreciattion 31,043.53 68,687.73 — 37,644.20 
Averages per ton: ~ 
EEE. wis aeraves bicdie yoann .60 -61 —.0l 
errr 52 43 +.09 
POOR: BOGUS. onesie tices ves .08 .18 —.10 


The comptroller of the corporation has reported to me that the 
direct savings to the public on traffic handled by the Federal Barge 
Lines during 1934 amounted to $1,582,200. This is the difference be- 
tween charges paid on traffic routed via the Federal Barge Lines 
— what the charges would have been if the traffic had moved all 
rail. 


EXTENSION OF WATERWAYS ACT 


The House passed the Senate bill, S. 1994, as amended by 
the House committee on interstate and foreign commerce, amen¢- 
ing subdivision (e) of section 3 of the inland waterways cor- 
poration act to extent the provisions of that subdivision to the 
Sacramento, San Joaquin and Savannah rivers. Representative 
Lea, of California, said enactment of the bill would permit 
applications to be made to the Commission to establish joint 
freight rates between water and rail carriers on the rivers 
named. The measure was returned to the Senate, the House 
amendment having added the Savannah River. 

The Senate accepted the House amendment and the meas- 
ure was sent to the President. 





WABASH AND ALTON STRIKE 


The National Mediation Board has offered its services to 
both the men and the companies in the threatened strike of 
Wabash and Alton employes, asking that the strike order, dated 
to be effective August 31, be postponed. The board has asked 
both sides to confer with it in Washington, September 4. 


REPRESENTATION OF EMPLOYES 
The National Mediation Board has certified that the Order 
of Railroad Telegraphers has been designated to represent the 
employes in station, tower and telegraph service of the Longs 
Island Railroad Co. 
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SIMPLIFICATION OF TARIFFS 


Editor The Traffic World: 

The interstate commerce act in 1887 imposed on carriers 
the duty of initiating rates, rules, and regulations, etc. Tariff 
publications have grown steadily more complex until, at the 
present time, tariff simplification has become a paramount 
issue. 

Few tariffs published by the same office are uniform or con- 
sistent and tariffs published by different parties sometimes have 
little in common. It is difficult for a rate clerk to quote occa- 
sional rates from a tariff with which he is not familiar without 
considerable study and misapprehension. There is a sad lack 
of uniformity in the phraseology used to convey in substance 
the same thought. 

We do have uniform publications covering demurrage, stor- 
age, weighing, diversions, and reconsignment, with some excep- 
tions, and it seems reasonable that uniform rules and regula- 
tions geverning the application of class and commodity rates 
could be made uniform with some exceptions thereto. Tariff 
Circular 20 prescribes specific phraseology for some tariff rules. 
It seems that the tariff circular could: very properly prescribe 
the phraseology of practically all the rules and regulations gov- 
erning the application of the tariffs which should be published 
with uniform distinguishing numbers in all tariffs. Exceptions, 
if any, to these rules could be published immediately following 
such rules. In order to secure uniformity the tariff publishing 
agents must be governed by a uniform general plan if tariffs 
are to be simplified. 

I believe the tariff publishing departments of the railroads 
and tariff publishing agents should appoint representatives to 
work out a uniform system of rules and tariff construction which 
might receive the approval of the Commission or, perhaps, might 
be the subject of an order. In my opinion, this is the only 
method by which tariffs may be simplified. I do not believe 
transportation conditions vary sufficiently on different railroads 
or within different sections of the country to justify the great 
differences We find in tariff publications. 

The motor carrier act of 1935 recently passed calls for 
publications of motor truck rates and it would be a sad com- 
mentary on our regulation of carriers to permit truck line pub- 
lications to reflect their individual ideas and such publications 
be permitted to grow or develop into the complex condition 
that exists in railroad tariffs today. 

N. E. Keller, 
Traffic Manager, Pacific Portland Cement 
Company, San Francisco, Calif. 
San Francisco, Calif., August 23, 1935. ° 


TRAINING FOR TRANSPORT WORK 


Editor The Traffic World: 

The transportation courses being given at the New York Uni- 
versity are based on analysis of training for transportation work 
over a period of twenty-five years and are aimed to correct the dis- 
advantages of other courses as well as the handicaps of training 
i transportation offices. This analysis has included numerous 
conversations with transportation men and young men and 
women who are interested in obtaining a thorough training in 
transportation. . 

Our objective at N. Y. U. is to duplicate in the classroom, 
as much as practical, the character of work found in a trans- 
portation office. We have succeeded 100 per cent in the char- 
acter of information presented. We do better than a transporta- 
tion office in the rapidity with which the student learns essen- 
ials. During one session, the author made the statement that 
one hour in the class room was worth ten hours in a transporta- 
tion office and asked one student from a railroad traffic office 
if that were not true. The student answered: “I would say 
one hour in class is worth more than ten weeks in an office.” 

Education and training is combined to attain objectives of 
practical value to the student, Current tariffs are used in solv- 
ng practical problems and in working on I. C. C. cases. 

A one-hour session in the classroom is too short to give the 
Students necessary information and a straight hour and three- 
quarter session is too long from the fatigue standpoint. Both 
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instructor and student during a long session become fatigued, 
and this increasing fatigue results in decreased effectiveness of 
teaching. We have solved the difficulty of fatigue during a long 
session by changing the character of the work. Tariff work, 
motion pictures and the use of a projector for projecting 
photographs and charts, have aided in breaking up the long 
session sufficiently so that the interest of the student does not 
lag from fatigue, even though the period of work is long. This 
is due to the change in character of work, freedom to talk with 
other students in working out problems and the strong appeal 
of solving practical traffic problems. The whole class is more 
alert at the end of an hour and three-quarter session than at 
the beginning. 

The second objective is to train the student in the use of 
tariffs by using current tariffs supplied by transportation com- 
panies, Typical tariffs are used—for example, Johansen 152-C, 
Curlett’s. 72-A, Sedgman 16-N, C. N. J. New York terminal tariff 
and Toll’s 1-O, are some of the typical tariffs used. If the stu- 
dent is trained in their use in a practical manner, he can use 
any tariff of similar type. The students learn by doing, the 
method of the ‘business world, but they learn essential informa- 
tion faster because their efforts are directed towards gaining 
essential information. The numerous repetitive operations which 
are encountered in a business office and which contribute very 
little to advancing their training, are avoided. 

This does not mean when he completes the course, that the 
student is competent as a rate man who has used the same type 
of tariff for years, but it does mean that he is far more effective, 
and will become more efficient faster because of this training. 

The students are assigned rate problems, given the necessary 
tariffs, and are turned loose to find the correct rate, aided and 
assisted by the instructors, but not taken through each step 
because experience shows that the student learns best by solving 
the problem by himself, rather than by merely listening to instruc- 
tions on how to obtain a rate. In other problems the student 
must locate the tariffs and then find the specified rates. 

Problems used are for the most part actual problems which 
have arisen in an industrial traffic department or in the office of 
a transportation company. When this is not the case, the prob- 
lems are similar to such problems, the only difference is in the 
points of origin and destination or commodity used. 

Within reasonable limits, the commodities considered are 
those in which the class is primarily interested. Last year sev- 
eral students were interested in petroleum, some were interested 
in vegetable oils, and others in chemicals. This plan of working 
on commodities in which members of the class have a personal 
interest will be extended during the coming term. 

Rate construction is considered also in a practical manner, 
because of its value in handing tariffs and in obtaining neces- 
sary rate adjustments, or in the construction of rates. 

The fatigue factor is combated further by having short 
debates from time to time on subjects of general interest, Last 
term a debate on motor trucks versus railroads stirred great 
interest. 

Training is not directed solely to traffic work because the 
author’s experience has shown that the best traffic man is he 
who is familiar also with the physical part of transportation. 

Packing problems, freight handling in all its phases and 
port and terminal operations are covered by the student who 
takes the full group of courses. The importance of packing is 
impressed upon the students and they are shown how to reduce 
transportation charges by utilizing the lighter packages which 
adequately protect the merchandise, e. g., fibreboard cases. Stu- 
dents are taken through the whole study of the packing problems 
of one manufacturer to show the methods of solving such 
problems. 

Freight handling is covered in two courses, utilizing the 
methods described for sustaining interest. Motion pictures of 
freight handling operations have proved to have a great appeal 
to the student. 

Pictures and maps are the clearest and most simple means 
of transmitting ideas and information to students and should 
be used in teaching whenever possible. 

Notes of students in the physical courses will be supplanted 
by photographs of freight handling operations which will be sup- 
plied at cost. A photograph is a graphic set of notes, and far 
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m effective than the same amount of information in written Eastern district: Grain and gram products, 7,304 and 6,07; 
ie , live stock, 1,149 and 1,628; coal, 17,946 and 19,745; coke, 1,037 anj 


‘ . F 798; forest products, 1,668 ‘and 1,624: ore, 3,673 and 2,591; merch 
The work in the classroom is supplemented by field trips to qise, L. C. L., 42,352 and 42,256; miscellaneous, 53,024 and 50 i 


shipyards, terminals, ships, industrial plants and other points of total, 1935, 128/153; 1934, 124,840; 1933, 143,229. 

good example, A field trip was made recently to the American rive wlegneny pstrict: * Grain and, gain, products, 4, = yr, 119] 
Type Founders plant at Elizabeth, New Jersey, where attention 1,430; forest products, ¥ 294 and 1,043; ore, 6,199 and 5, 216: on 
was given to the improvements of packing for the various ehandise, L. C. 29,612 and 28,718; miscellaneous, 49,218 and 41,637 
products. The value of the light fibreboard cases for certain com- — — te 528: 2934, ~ 1933, — aiid: i saan 
modities was explained to the students as well as the practice jive ‘stock. 304 and 199: coal, 28,11 and 26,730. coke, 494 and 3 
of the American Type Founders of basing comparative value of forest products, 693 and 514; ore, 339 and 65; merchandise, L. ¢, L, 
containers on transportation rather than on laboratory tests. 5,172 and 5,218; miscellaneous, 5,857 and 5,357; total, 1935, 41,358: 


: Sia : A 1934, 38,750; 1933, 48,908. 
This information was supplemented by motion pictures supplied Southern district: Grain and grain products, 2,342 and 3,38): 


by the Freight Container Bureau of the American Association of live stock, 1,120 and 1,294; coal, 11,732 and 12,117; coke, 235 ‘ani 
Railroads, and the Export Fibreboard Case Association. _s forest products, 8,245 and 6,236; ore, 450 and 392; merchandise, 
The practical character of the courses is further strength- 'C. L., 26,681 and 27,997; miscellaneous, 31,024 and 29,162; total 


: . Pa Tae 1935. 81, 829; 1934, 80,910; 1933, 84,602. 
ened by providing a good traffic library, containing subscription Northwestern district: Grain and grain products, 14,213 and 


to The Traffic World, Traffic Bulletin, a good digest of decisions 12,914; live stock, 2,981 and 9,902; coal, 3,443 and 3,315; coke, 


of I. C. C., the courts, etc. In fact, the traffic library of a well nd 625; forest products, 8,944 and 6,065; ore, 22,023 and 18,255; 


, ; merchandise, L. C. L., 19,396 and 19,798; miscellaneous, 30,640 ‘and 
organized traffic department has been provided. 27,318; total, 1935, 102,521, 1934, 98,192; 1933, 97,019. 


Students are expected to read The Traffic World each week, Central ‘Western district: Grain and —- ge — and 
iving special attention to the articles that are of special inter- 10,397; live stock, 5,304 and 12,301; coa 408 an 4; coke, 158 
a reg oe subject of the current lectures P and 127; forest products, 5,914 ‘and. 4,295; ore, 1,547 and 2, 013; mer- 


‘ 2 chandise, L. C. 23,619 and 23,380; miscellaneous, 44,642 and 43,301; 
The effectiveness of the modern method of teaching is proved total, 1935: 97, 398 "1934, 100,851; 1933, 88,604. 


by the knowledge absorbed, especially knowledge of funda- Southwestern district: Grain and grain products, 3,662 and 4,327; 


i i j live stock, 2,343 and 4,578; coal, 2,059 and 2,060; coke, 97 and’ 80: 
ag and the creation of understanding in the mind of the a products, 3,852 and 2,807; ore, 325 and 136; merchandise, L. 


E L., 12,482 and 12,527; miscellaneous, 24,272 and 25, 942; total, 1935, 
There is a large amount of information available, but the 45, 092; 1934, 51,457; 1933, 48,185. 


student is graded not only by his memorizing ability, but upon 
his understanding of transportation problems and his ability 


to find the most economical solution. 
H. E. Stocker, Traffic Manager, American 
Type Founders Corp., Instructor in 
Transportation, New York University. 
Elizabeth, N. J., Aug. 27, 1935. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended August 24 totaled 
626,373 cars, an increase of 11,367 over the preceding week and 
19,456 over the corresponding week in 1934, but a reduction of 
11,137 below the corresponding week in 1933. Miscellaneous 
freight totaled 240,007 cars; merchandise, less than carload 
freight, 159,794; coal, 99,933; grain and grain products, 40,452; 
livestock, 15,042; forest products, 30,756; ore, 35,204; coke, 5,185. 

Revenue freight loading the week ended August 17 totaled 
615,006 cars, according to the Association of American Rail- 
roads. (See Traffic World, August 24.) 

All districts reported increases for the week ended August 
17, compared with the corresponding week last year, in the 
number of cars loaded with revenue freight, with the exception 
of the Central Western and Southwestern districts, which re- 
ported reductions. All districts reported reductions compared 
with the corresponding week in 1933, except the Northwestern, 
Central Western and Southwestern, which showed an increase. 

Loading of revenue freight in 1935 compared with the two 
previous years follows: 


1935 1934 1933 

© WHORES TE DOME o6cic se iseceeoens 2,170,471 2,183,081 1,924,208 
© WOES TE POOPMELY ocicciccvscccccies 2,325,601 2,314,475 1,970,566 
Oe eer vees 3,014,609 3,067,612 2,354,521 
tho. 2 ee ere 2,303,103 2,340,460 2,025,564 
2 EE SD aide ak isc oe ce wcawe 2,327,120 2,446,365 2,143,194 
We ND 6.5.6 s:0.<cices naw wneeees 3,035,153 3,084,630 2,926,247 
SO ee 2,228,737 2,351,015 2,498,390 
OE CG ic caccdeseceesws ,083 612,660 620,482 
WOON GE BBG 16 occ cicicccccesses 583,743 603,968 629,743 
WEOGE GE BUBOS FT occ cccusccceccaes 615,006 601,788 643, 406 

ME ESC ar henaeks ote woh see 19,200,626 19,606,054 17,736,321 


Revenue freight loading by districts the week ended August 
17 and for the corresponding period last year was reported as 
follows: 


NEW TRANSPORTATION ASSOCIATION BRANCH OFFICES 


The Transportation Association of America has opened new 
branch offices in Minneapolis and New York. The former is in 
charge of A. A. D. Rahn, Jr., well-known young Minneapolis 
business man, who has been appointed secretary of the region 
embracing the state of Minnesota and that part of Wisconsin 
north of the line of the Green Bay and Western. No chairman 
for that region has been selected as yet. The New York City 
office is in charge of George A. Clinton, as chairman of the 
region covering the state of New York. Mr. Clinton was for- 
merly traffic manager for the Sheffield Farms Company and has 
served on a number of important transportation committees of 
dairy and ice cream associations. He was for several years 
chairman of the dairy and poultry committee of the Atlantic 
States Regional Advisory Board, and a member of the advisory 
board of the National Highway Users’ Conference. 


ROLLING STOCK ADDITIONS 


New freight cars installed by the Class I railroads of the 
United States in the first seven months of 1935 totaled 2,272, 
according to reports received by the Association of American 
Railroads. In the same period last year, 9,483 new freight cars 
were placed in service, and, in the same period two years ago, 
there were 1,391. 

Twenty-seven new steam locomotives and 99 new electric 
locomotives were placed in service in the first seven months of 
this year. The railroads, in the first seven months of 1934, 
installed six new steam locomotives and eight new electric 
locomotives. 

New freight cars on order on August 1 totaled 2,174 com- 
pared with 13,755 on the same day in 1934 and 1,187 on the 
same day in 1933. 

The railroads on August 1 this year had on order four new 
steam locomotives and four new electric locomotives. New 
steam locomotives on order on August 1, 1934, totaled 35, and on 
the same date in 1933, there was one. New electric locomotives 
on order on August 1, 1934, totaled 107. No reports are available 
as to the number on order on August 1, 1933. 

Freight cars and locomotives leased or otherwise acquired 
are not included in the above figures. 





Revenue Freight Car Loading—Week Ended Saturday, August 17 


Grain and Live 
grain prod. stock Coal 
1935 42,814 14,279 89,993 
ON le ND vans iceccincndcnn 1934 39,607 31,485 92,974 
1933 28,727 17,358 128,918 
Preceding week August 10....... 1935 41,456 11,285 77,876 
Per cent increase over .......... 1934 8.1 
Per cent decrease under ........ 1934 54.6 3.2 
Per cent increase over .......... 1933 49.0 
Per cent decrease under ......... 1933 17.7 30 
{ 1935 916,152 394,058 3,779,349 
Cumulative 33 weeks to Aug. 1741934 1,072,892 585,833 3,845,149 
(1933 1,102,099 516,449 3,336,139 
Per cent increase over .......... 1934 
Per cent decrease under ........ 1934 14.6 32.7 £7 
Per cent increase over .......... 1933 13.3 
Per cent decrease under ......... 1933 16.9 23.7 


Per cent to 15 year average 67.0. 


Forest Mdse. 
Coke products Ore L. C. L. Miscellaneous Total 
4,833 30,540 34,556 159,314 238,677 615,006 
3,734 22,584 28,668 159,894 222,842 601,788 
7,003 27,349 39,511 169,364 225,176 643,406 
5,032 29,663 32,186 157,473 228,772 583,743 
29.4 35.2 20.5 . 7.1. 2.2 
21:7 6.0 
31.0 12.5 5.9 
209,021 829,579 569,729 5,116,474 7,386,264 19,200, 636 
230,575 750,923 534,069 5,275,129 7,311,484 19,606,054 
169,940 bas | 341, 1950 5,327,689 6,279,418 17,736,321 
10.5 3 
9.3 3.0 2.1 
23.0 25.2 66.6 17.6 8.3 
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Doings of the Traffic Clubs 


ne 


The Traffic Club of Jacksonville, Fla., will hold a fishing 
contest at Jacksonville Beach pier September 7. The contest 
will be followed by a fish dinner. 





The annual golf tournament and picnic of the Traffic Club 
of Wichita, Kan., will be held at the Westlinx Golf Club Sep- 
tember 19. Besides golf there will be a horseshoe pitching cos- 
test and other athletic events. Traffic men from a number of 
surrounding communities have been invited to participate. A 
chicken dinner will be served. ‘ 





The Traffic Club of Baltimore will hold a motor truck night 
October 1 at the Lord Baltimore Hotel. The affair will be a 
dinner given in cooperation with the Maryland Motor Truck 
Association. J. L. Keeshin, president, Keeshin Motor Express 
Company, Chicago, will speak on “Federal Regulation of the 
Motor Truck Industry.” Albert C. Ritchie, former governor of 
Maryland, will be toastmaster. Joseph B. Eastman, federal 
coordinator of transportation, and chairman of the Commission’s 
motor carrier division, Washington, D. C., will be a guest. 





The annual golf outing and picnic of the Oklahoma City 
Transportation Club will be held at the Twin Hills Country Club 
September 5. There will be bridge parties in the afternoon and 
in the evening, games and sports in the afternoon and dancing 
in the evening. Dinner will be served. Free bus service is 
being furnished to the country club. 





The fall golf outing of the Canton, Ohio, Traffic Club will 
be held at the Shady Hollow Country Club September 10. 





The annual golf tournament of the Transportation Club of 
Seattle, Wash., will be held at the Maplewood Golf Club Sep- 
tember 6. Feature event will be the club championship play. 
There will be a number of other prize events. Dinner will be 
served in the evening and prizes distributed afterwards. 





The fmal golf outing of the season of the Traffic Club of 
Minneapolis will be held at the Westwood Hills Country Club 
September 13. Dinner will be served. The club’s bowling league 
will begin its regular schedule September 20 at Recreation 
alleys. 





The final golf outing of the season of the Traffic Club of 
Chicago will be held at the Olympia Fields Country Club Sep- 
tember 24. It was originally scheduled for September 12. Spe- 
cial events of the day include the finals in the play for the 
club championship. 





Donald D. Conn, executive vice-president, Transportation 
Association of America, Chicago, will be the speaker at a 
luncheon meeting of the Birmingham Traffic and Transportation 
Club at the Thomas Jefferson Hotel September 5. He will speak 
on “The Development of a Balanced System of Transportation 
under Private Ownership and Operation.” 





The fall golf outing and dinner of the Traffic Club of Pitts- 
burgh will be held at the Chartiers Heights Country Club Sep- 
tember 19. S. S. Bruce is chairman and C. C. Gray vice-chair- 
Iman of the committee in charge. 





The Women’s Traffic Club of Greater New York will hold 
its annual election of officers at a dinner meeting at the Midston 
House September 10. Officers and committee chairmen will 
present their annual reports. Mary Sawicke, a member of the 
club, will entertain with impersonations. 


AIR MAIL RATES 


In Air Mail Docket No. 8, air mail rates for route No. 31, 
Assistant Director R. W. Stough and Examiner John Cumnning- 
ham, of the Commission’s Air Mail Bureau, have recommended 
that the Commission find that no unreasonable profit is result- 
ing or accruing to G. T. Baker, operating as the National Air- 
lines System, from the rate of compensation being paid under 
his contract for the transportation of mail by airplane on route 
No. 31, as extended; that fair and reasonable rates over route 
No. 31 should be ascertained on the weight of the mail computed 
at the end of each calendar month on the basis of the average 
load carried by the mile over the route and its extension in 
the month; and that for 300 pounds of mail, or less, subject 
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to the increases provided by the act for mail loads in excess 
of 300 pounds, the fair and reasonable rate for route No, 31 
between St. Petersburg and Daytona Beach, Fla., would be 
30 cents an airplane-mile; provided, however, that from March 
1, 1935, to the date on which the extension of the route and 
operation thereof were terminated, the fair and reasonable rate 
for the extended route from St. Petersburg to Jacksonville, Fla., 
would be 27 cents an airplane-mile. 

Route No. 31 wes established between Daytona Beach and 
St. Petersburg on May 5, 1934. When new planes were put into 
service on route No. 6 between New York, N. Y., and Miami, 
Fla., via Daytona Beach and Jacksonville, Fla., route 31 was 
extended because the New York plane could not land at Day- 
tona Beach. The extension of route No. 31 was from Daytona 
to Jacksonville where connection with route No. 6 was made. 

On March 21, 1935, division 3 on its own motion instituted 
a proceeding of investigation with a view to the entry of an 
order under section 6 (a) of the air mail act of 1934, fixing and 
determining the fair and reasonable rate or rates over route 
No. 31. In connection with this inquiry the assistant director 
and examiner made an inquiry to determine whether the op- 
erator over the route had made any unreasonable profit by reason 
of the compensation received for carrying the mail. Service 
over the route was begun October 15, 1934. The contract for 
carrying mail was taken over by Baker who has operated the 
route as extended since March 1, 1935. 

The report said that the carrier’s books reflected an operat- 
ing loss of $7,165 of which he assigned $5,549.39 to the route as 
originally established and $1,615.39 to the extension. 


IMPROVEMENT OF AIRWAYS 


An allotment of $14,700 to the Bureau of Air Commerce, 
Department of Commerce, for an airways radio station at Hous- 
ton, Tex., has been announced by Public Works Administrator 
Harold L. Ickes. The money, which comes from the old public 
works appropriation, will provide a new station in a new locality 
so that planes will not pass close to the proposed radio sta- 
tions KPRC and KTRH. 


AIR TRANSPORT INQUIRY 


The House of Representatives has authorized its committee 
on post office and post roads to investigate safety of air trans- 
port operations involving transportation of air mail and pas- 
sengers; the method or methods adopted by the Commission to 
fix and determine the fair and reasonable rates of compensation 
for the transportation of the air mail, and the manner in which 
and the extent to which the companies holding air mail contracts 
have reorganized and otherwise qualified in compliance with the 
requirements of the air mail act of 1934. 


GRADE CROSSING ACCIDENTS 


A marked reduction, compared with the preceding year, in 
the number of persons who lost their lives in accidents at high- 
way-railroad grade crossings took place in May, according to the 
safety section of the Association of American Railroads. There 
also was a small decrease in the number of persons injured in 
May, compared with the same month in 1934. 

Fatalities resulting from highway-railroad grade crossing 
accidents totaled 108 in May, compared with 140 in the same 
month in 1934, or a decrease of 32. Persons injured in May this 
year totaled 297, which was a decrease of six compared with 
May, 1934. Accidents at highway-railroad grade crossings totaled 
276 in May compared with 275 in the same month last year. 

In the first five months of 1935, 630 persons lost their lives 
and 1,884 were injured in highway-railroad grade crossing acci- 
dents, compared with 617 killed and 1,786 injured in the first 
five months of 1934. Reports showed 1,583 grade crossing acci- 
dents in the first five months of this year, an increase of eight 
compared with the number in the corresponding period in 1934. 


ELECTRIC RAILWAY STATISTICS 


A compilation of selected financial and operating data of 
electric railways reporting to the Commission by reason of 
their handling of interstate traffic, prepared by the Commission’s 
Bureau of Statistics, for 1934, continues the showing in the 
decline in that industry that has been noted for a number of 
years. The number of such railways reporting at the end of 
1934 was 120, a decrease of 7. 

The number of miles of road operated in 1934 was 5,676 as 
compared with 6,159 miles in 1933, a decrease of 7.84 per cent. 
Freight revenue, however, increased from $15,360,990 in 1933 to 
$15,585,041, an increase of 1.43 per cent. Passenger revenue 
declined from $33,584,402 in 1933 to $32,725,130 in 1934, a decline 
of 2.56 per cent. The net income increased from a deficit of 
$6,579,088 in 1933 to a deficit of $6,627,484 in 1934. Dividends 
declared fell from $9,528,032 in 1933 to $7,141,004, a fall of 25.05 
per cent. The number of employes fell from 21,307 in 1933 to 
20,809 in 1934. 
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Personal Notes 





A. M. McIntyre has been appointed general agent for the 
Minneapolis & St. Louis at Minneapolis. He has been suc- 
ceeded as general agent at Chicago by J. J. McGuinn, who was 
formerly general agent at Cincinnati. The latter position has 
been filled by the appointment of J. P. Heavers, formerly trav- 
eling agent at Chicago. Mark P. Adams has been appointed 
general agent for the M. & St. L. at Winston-Salem, N. C. 

C. H. Tregenza has been appointed vice-president and gen- 
eral manager of the Seaboard Storage Group, Brooklyn, N. Y., 
and Newark, N. J., and the Brooklyn Waterfront Corporation. 
He was formerly vice-president of the Seaboard-Great Lakes 
Corporation. 

Sir Harold Hartley, C. B. E., M. C., F. R. S., vice-president 
and director of scientific research, London, Midland and Scottish 
Railway, chairman of the international executive council of the 
World Power Conference and a director of the British Railway 
Air Service, is a visitor in the United States where he is 
studying American railway and air services. 

C. B. Waterman has been appointed manager of the Puerto 
Rico division of the Waterman Steamship Company, at Mobile, 
Ala., and C. D. Gaines has been appointed manager of the St. 
Louis office of the company. 

H. V. Borjes has been appointed assistant general freight 
agent for the Atlantic Coast Line at Wilmington, N. C. 

J. C. Seymour has been appointed traveling freight agent 
for the Norfolk and Western at Columbia, S. C. 

Richard B. Gwathmey has been appointed general attorney 
for the Atlantic Coast Line at Wilmington, N. C. 





Digest of New Complaints 





No. aged a Paper Co., Neenah, Wis., vs. Akron & Barber- 
on et al. 

Rates, soda ash and caustic soda, straight or mixed carload, 
Barberton, O., and Wyandotte, Mich., to Neenah, in violation of 
section 1. Ask new rates and reparation. (J. E. Bruan, t. m., 
28 E. Jackson Blvd., Chicago, III.) 

No. 27083, Sub. No. 2. Post-Enquirer Publishing Co., Oakland, Calif., 
vs. Sou. Pac. et al. 

Unreasonable rates, newsprint, Pulp Siding, Ore., to Oakland, 
Calif., shipments originating at West Linn, Ore. Asks reparation. 
(John F. Neylan, atty., Oakland, Calif.) 

No. 27101, The Texas Co., Los Angeles, Calif., vs. L. A. & S. L. et al. 

Unreasonable rates, gasoline, refined oils, lubricating oils, 
greases and refined petroleum products, from Thenard and Los 
Angeles Harbor, Calif., to Cedar City, Fillmore, Richfield and 
Nephi, Utah. Asks rates and reparation. (Buford W. Max, atty., 
929 S. Broadway, Los Angeles, Calif.) 

No. tie —_— Ferro Alloys Co., Chattanooga, Tenn., vs. D. T. 
. et al. 

Unreasonable rates and charges, scrap iron and iron and steel 

turnings, Detroit, Mich., to Chattanooga, Tenn. Asks rates and 


— (John S. Fletcher, atty., 815 Broad St., Chattanooga, 

enn. 

No. ~ te Joslyn Mfg. & Supply Co., Chicago, Ill., vs. Chicago Junction 
et a 


Unreasonable rates and charges, steel billets, Fort Wayne, Ind., 
to Chicago, Ill., and from Chicago and/or South Chicago, IIl., to 
Fort Wayne, Ind. Asks rates and reparation. (John Andrew 
Ronan, atty., 11 Squth La Salle St., Chfcago, II.) 

No. 27104. Traffic Bureau, Lynchburg Chamber of Commerce, for 
Quinn Marshall Co., Inc., Lynchburg, Va., vs. Norfolk & West- 
ern et al. 

Rates, cotton piece goods, points in Mass., Conn., R. I., and N. 
H. to Lynchburg, a., in violation of sections 1 and 4. Asks 
ag rates and reparation. (W. G. Burnette t. m., Lynchburg, 

a. 

No. 27105. Good Brothers Seed and Grain Co., Hamburg, Ia., vs. 
B. & Q. et al. 

Rates, shelled corn, Anderson, Ia., to Milwaukee, Wis., via Chi- 
cago, Ill., in violation section 1. Asks reparation by waivure of 
alleged undercharges. (John C. DeMar, Commerce Counsel of 
Iowa, State House, Des Moines, Ia.) 

No. 27107. Illinois Coal Traffic Bureau, Chicago, Ill., vs. Alton et al. 

Rates, bituminous coal, from the southern Illinois group or dis- 
trict to points in Missouri on and north and east of a line drawn 
parallel] with the line of the St. L.-S. F., beginning at and ex- 
tending westward from the Mississippi River at, but excluding St. 
Louis, Mo., through and including Cuba, Springfield, Lawry City 
and Harrisonville to Kansas City, Mo., thence in a northwesterly 
direction following and parellel with the Missouri River to the 
Nebraska line; also all points in Mo. on the branch lines of the 
Frisco lying south of the portion of the line first described and 
extending southward from Cuba, Mo.; also including all points 
on the line of the Frisco, Hunter to Springfield, Mo., both in- 
clusive, in violation of sections 1, 3 and 13, the undue preference 
alleged being for shippers from mines in Missouri, Kansas Ark- 
ansas and Oklahoma on interstate rates and Missouri state rates. 
Asks new rates. (W. Y. Wildman and C. W. Stadell attys., 209 
W. Jackson Blvd., Chicago, Ill.) 


Cc. 
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Questions and Answers 


N this column will be answered questions of both legal and practicy 
nature that confront persons dealing with traffic. A specialist on inte. 
state commerce law, who is a member of our legal department, will giy, 
his opinion in answer to any simple question relating to the law of intersta, 
“transportation of freight. A traffic man of ae | experience and wide know). 
edge will answer questions relating to practical traffic problems. We do no 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves; 
situation too complex for the kind of investigation herein contemplated. If, 
more comprehensive answer to a question is desired than is thought proper fo 
this column, the department will answer it by letter for a reasonable charge, 
No attention will be paid to anonymous communications or questions 
from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Leases—Restrictions in Lease as to Routing and Motor Truck 
Competition 


Kentucky—Question: Some time ago we leased some ten 
acres of property owned by the A. & B. Railroad at one of its 
ports on the Gulf Coast. The leases, having expired, were ten- 
dered for renewal, but with added stipulations and provisions 
to the following effect: 


That, lessee, except as provided in Article 11 hereof, will, so far 
as is lawful, route all freight originating on said premises or con- 
signed to lessee at said point, over the lines of the A. & B. Railroad, 
provided, however, that the rates on such freights so routed shall not 
be greater than the lowest lawful rate, for like shipment, in effect 
over any competitive railroad line between the points of origin and 
destination. 

It is expressly understood and agreed that lessee shall not trans- 
port or distribute its products by truck or other motor vehicle from 
said demised premises, except to points not more than twenty-one 
miles distant, via highway, from said demised premises, provided, 
that acknowledged disability of the A. & B. Railroad to render ad- 
equate and satisfactory transportation service for account of the 
lessee due to strikes, washouts or other events causing interruption 
in the service of the railroad shall permit of distribution of any or 
all of the lessee’s products by truck or other motor vehicle in such 
manner and to such extent as may be deemed necessary. 

The particular business involved is intrastate commerce 
within the state of Florida, however, we do find that, “In the 
matter of leases and grants by carriers to shippers” (73 I. C. C. 
671), the Interstate Commerce Commission held, ‘‘that no justifi- 
cation exists for the leasing of railway lands to industries at 
a nominal rental charge, and that it should be the policy of 
carriers, when leasing land to shippers to obtain terms no less 
favorable than would be obtained, under similar restrictions and 
conditions of use, were the land owned independently of the 
railroad.” 

This opinion is a definite enough warning and admonition to 
the rail carriers not to grant or to permit the use of their prop- 
erty by shippers of freight over their lines upon terms or con- 
ditions as have the effect of reducing the rates and charges to 
the disadvantage of other shippers not receiving such privileges. 

The revised rental of this water-side property we are now 
using must be regarded as wholly adequate, therefore, we con- 
tend no traffic considerations should concern the A. & B. Rail- 
road in this respect. In this connection, the second conclusion 
of the Interstate Commerce Commission, as indicated at page 
683 of Vol. 73 is interesting, to wit: 


A provision in a lease of railway land whereby a shipper agrees 
to route over the line of the lessor carrier or its connéctions all or 
any part of the traffic which the shipper is able to route amounts to 
an acknowledgment that the consideration for the making of the 
lease was in part the exchange of traffic by the shipper for the right 
to occupy the land. 


We respectfully solicit an expression of your views and any 
citation dealing with this question, particularly as it affects in- 
trastate commerce in Georgia and Florida. 

Answer: We can find nothing in the statutes of the states 
of Florida and Georgia nor decisions of the courts of those states 
which specfiically relates to the leasing of land to shippers by 
a railroad, but for the decision of the Interstate Commerce Com- 
mission in Leases and Grants by Carriers to Shippers, 73 I. C. 
C. 671, portions of which you set forth in your question, it is 
apparent that in the leasing of land, where it appears that the 
movement of traffic over the lessee’s lines is in part the con- 
sideration for the lease, the conclusion almost inevitably follows 
that the transaction amounts to a concession to the shipper or 
lessee, which is in violation of the Elkins act and of Sections 2 
and 3 of the Interstate Commerce act. 

If the rental which is paid for the land is wholly adequate, 
we see no reason for the restrictions in the lease concerning 
the routing of goods or the shipment by motor competition, 
which, in so far as it relates to interstate traffic, appears to be 
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in violation of the provisions of the Elkins act and of Sections 
2 and 3 of the Interstate Commerce act. 

So far as we are aware, this question has not been consid- 
ered by the courts, at least, by the Supreme Court of the United 
States. 
. Delivery by Carrier—What Constitutes 


Louisiana—Question: Please give us the benefit of your 
opinion in the following: 

On February 2, 1935, we shipped to one of our customers 
a mixed car of grain and grain products, using interstate billing. 

The car actually arrived and was placed at 10 o’clock Feb- 
ruary 5th, under original seals. The consignee started unloading 
in the afternoon of the same day the car was actually placed, 
namely, the 5th. Part of the contents left in the car were un- 
loaded on the 6th. On the 7th it rained and, the contents being 
of such nature as subject to weather damage, no unloading was 
done on this date. On the morning of the 8th, the drayman 
found the car door open and on final check of contents noted 
that nine sacks of oats had been pilfered from the car during 
the night. The lock was found broken on the ground near the 
car. The agent had authorized the consignee to protect the car 
with lock each night the contents were left in the car, instead 
of placing thereon the company’s seal. It seems that this had 
been the custom over a number of years. 

The agent refused to make shortage notice on the freight 
bill, stating that the shipment was not in the possession of the 
railroad company at the time the pilferage took place. Our 
contention is that the shipment was still in the possession of 
the railroad company, inasmuch as free time had not elapsed 
account of weather interference. The carrier refused our claim, 
stating that their liability ceased when the consignee broke the 
original seals; claiming the shipment was delivered without ex- 
ception. The carrier also states that free time has no bearing 
whatsoever as to liability for loss or damage or delivery and 
that the carrier’s property was being used solely as a ware- 
house or storage place and the consignee was responsible for 
protection of lading in the event unloading could not be ac- 
complished the same day it was commenced. Our contention 
is that the carrier could not act as warehouseman until after the 
expiration of the free time allowed. 

Answer: We assume, of course, that the car was being held 
on a team track of the carrier and not on a private track of the 
consignee. 

Section 4 (a) of the Uniform Bill of Lading Contract Terms 
and Conditions provides: 


Property not removed by the party entitled to receive it within 
the free time allowed by tariffs, lawfully on file (such free time to 
be computed as therein provided) after notice of the arrival of the 
property at destination or at the port of export (if intended for ex- 
port) has been duly sent or given, and after placement of the prop- 
erty for delivery at destination has been made, may be kept in vessel, 
car, depot, warehouse or place of delivery of the carrier, subject to 
the tariff charge for storage and to carriers’ responsibility as ware- 
houseman, only, or at the option of the carrier, may be removed to 
and stored in a public or licensed warehouse at the place of delivery 
or other available place, at the cost of the owner, and there held 
without liability on the part of the carrier, and subject to a lien for 
all freight and other lawful charges, including a reasonable charge 
for storage. 


In so far as deliveries on public team tracks are concerned, 
the Supreme Court of the United States has held in Michigan 
Central R. R. Co. vs. Mark Owens, 256 U. S. 427, 41 S. Ct. 554, 
that until all of the goods have been taken from the car the 
liability of the carrier as a common carrier continues for the 
48-hour period of free time, after which time its liability is that 
of a warehouseman and as such it is liable only for negligence, 
the burden to prove which is upon the owner of the goods. 

The case in effect holds that during the period of free time 
(stated in the bill of lading to be 48 hours at the time the de- 
cision was rendered, but stated to be as within the free time 
allowed by tariffs, i. e., the demurrage tariffs at present time 
in bill of lading), the liability of the carrier is that of common 
carrier so long as any part of the goods remain in the car, 
but that after the expiration of free time, the carrier, in ac- 
cordance with the bill of lading provision above quoted, is liable 
as a warehouseman, that is, for negligence, the burden of prov- 
ing which is on the owner of the goods. 


Demurrage—Weather Interference 


Missouri—Question: An opinion as to the proper procedure, 
under the following conditions, will be appreciated: 

A firm unloading asphalt from tank cars has served notice 
on the railroad that the lading is in a frozen or congealed condi- 
tion, requiring the use of heat for unloading, and that in ac- 
cordance with Rule 8, Section A, paragraph 2, of Agent B. T. 
Jones’ Tariff No. 4-O, National Car Demurrage Rules, it is en- 
titled to an additional 48 hours free time for unloading. 

Delivery of these cars is being made to consignee at the 
present time with outside temperatures approximately 100 de- 
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grees Fahrenheit, and notwithstanding the fact that the uy 
of steam is necessary to permit unloading contents, it is th 
railroad’s contention that the congealed condition is due to th 
inherent nature of the commodity not to weather interference 
under which heading the provision for additional free time ; 
carried in the Demurrage Tariff. There being no “weather jp. 
terference” to account for the congealed condition of the ¢op. 
tents, the railroad feels unauthorized to extend the free time 
allowance, 

Answer: While the congealment of an article may not ne. 
essarily be wholly due to the weather, in view of the fact that 
the phrase “lading is frozen or congealed so as to require heat. 
ing, thawing or loosening to unload” that appears in Rule 8 of 
the Demurrage Tariff in the section thereof which relates to 
weather interference, it would appear that the words “frozen 
or congealed” are used in an alternative sense. 


Proof of Loss or Damage 


Michigan—Question: We are receiving carload shipments 
and placing them in a general storeroom from which point they 
are reshipped in L. C. L. shipments. 

Will you kindly cite rulings as to the second carrier’s re. 
sponsibility in cases of concealed damage. 

Answer: From a legal standpoint claims for concealed loss 
or damage are as valid as any other claim; the only difference 
is that in case of concealed loss or damage it is more difficult 
to establish the proof necessary to prosecute the claim. In or. 
der to recover the value of goods lost or damaged under cir. 
stances which bring the case within the category of a con- 
cealed loss and damage, the plaintiff must prove by a pre. 
ponderance of evidence that the loss or damage occurred while 
the goods were in the carrier’s possession. 

If the shipper sustains the burden of proof resting upon him 
of showing delivery to the carrier in good condition and of 
proof that the damage did not occur while the shipment was in 
the hands of the drayman, recovery may be had unless the 
carrier can show that the damage resulted from a cause for the 
consequences of which it was not liable. See the following 
cases relating to concealed loss or damage, which indicates 
what evidence is essential to a recovery in such case: Shore 
vs. N. Y. N. H. & H. R. R. Co., 121 Atl. 345; John Deere Plow 
Co. vs. American Express Co., 223 S. W. 488; Canfield vs. B. 
& O., 75 N. Y. 144; Hirsch vs. Hudson R. Line, 57 N. Y. S. 272; 
Bears vs. N. Y. C. & H. R. R., 144 N. Y. S. 682; Silverman vs. 
Cc. ©. C. & St. L., 157 N. ¥. 8. S76; Waliers vs. N. Y. C. & &. 
R. R. Co, 166 N. Y. S. 1083; Openhym vs. Maine S. S. Co., 127 
N. Y. S. 463; Miller vs. R. R. Co., 90 N. Y. 420, 43 Am. Rep. 
179; Jean Garrison & Co. vs. Flagg, 90 N. Y. S. 289; Thyll vs. 
R. R..Co., 34 N. Y. 8S. 176; Ragan vs. N. ¥. R. R. Co., 98 8. B. 
860 (S. C. 1917); Edwin B. Stimpson Co. vs. C. B. & Q., 154 
N.Y... Gs. 

The statement in the bill of lading that goods were re- 
ceived in apparent good condition is prima facie evidence only 
as to that fact, and not that the goods were actually in good 
condition at the time they were delivered to the carrier for 
transportation. That is, such a statement relates only to external 
conditions, and does not make out a prima facie case against 
the carrier with reference to damage that is not apparent. The 
recital of good condition, or apparently good condition, does, 
however, make out a prima facie case against the carrier that 
the goods were in apparently good condition so far as ordinary 
inspection without opening the package would disclose, the 
burden of proof being on the carrier to show that the goods 
were not in such apparently good condition when received by it 
for transportation. 

Where goods delivered to a carrier for transportation have 
had a prior transportation, this fact alone will not relieve the 
carrier from liability for the full amount of the damage. 

Necessarily, however, this fact does increase the difficulty 
of showing that the freight at the time it was delivered to the 
carrier for transportation was in good condition, the burden of 
proof of which fact is upon the shipper. This for the reason 
that the shipper does not, owing to the fact that the goods 
have not been unpacked subsequent to their transportation to 
the point of shipment via the rail carrier, have positive know- 
ledge of their condition at the time they were delivered to the 
rail carrier and can only show this by evidence as to the con- 
dition of the packages, etc., and their care after having been 
delivered by the carrier which transported them to the point 
from which they were subsequently reshipped. 

Freight Charges—Demurrage—Liability of Consignor 

Georgia—Question: Is a shipper who fails to sign the 
waiver stipulation on the face of the bill of lading at the. time 
the shipment is made responsible for demurrage charges accru- 
ing at destination after delivery of the cars has been made to 
the consignee and freight charges paid. 

In the case we have in mind the shipments were delivered 
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EXPORTERS, IMPORTERS, 


August 31, 1935 


and others interested in Germany 
are welcome to the free use of the 
German Railroad Freight Infor- 
mation Office. 


A thoroughly equipped bureau for the dissemination 
of informative data of every conceivable kind on export 
and import freight shipments between the United 











FORWARDERS 


States, Canada, Germany and Central Europe. 


GERMAN 


1. 


Advice, free of charge, is given te shippers and im- 
perters regarding freight traffic and tariffs ef Ger- 
many and all ceuntries adjeining Germany. 


. Infermation may be applied for free of charge re- 


garding favorable transportation epportunities frem, 
to, and in transit through Germany. 


- Irregularities in freight traffic with Germany, as far as 


it concerns routes via the German Railroad Company, 
are investigated en application. 


. Furtherance ef effective mutual traffic connections by 


observation of freight traffic in order te establish 
actual demands. 


While all information is given free of charge, it is 
| ensca out again that this bureau does not handle any 
orwarding or shipping, and, therefore, inquirers are un- 
der no obligation whatsoever for any services rendered. 


ta FREE: New Map of Germany “@) 
WRITE TO 


Freight Information Office 


HANS ENGEL, General Representative 
11 BROADWAY, NEW YORK CITY 
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There’s nothing new about these al- 
phabetical symbols; they’re service- 
proof and have been time-tested by 
shippers everywhere. C.O.D. ship- 
ments by Railway Express Agency 
will save you a lot of billing — and a 
lot of waiting for your money, for 
payments are promptly remitted to 
you by check. You can start deliveries 
right away without investigating con- 
signee’s financial standing. Cash on 
delivery eliminates the embarrass- 
ment of checking up on customers 
for payment later and emphatically 
proves that the time of delivery is the 
psychological moment for collection. 
For service or information telephone 
the nearest Railway Express Agent. 


RAILWAY 
EXPRESS 


AGENCY, INC, 
NATION!-WIDE RAIL-AIR SERVICE 


8,000 miles in three weeks! 


ROUND AMERICA 


First $ ? 4 0 Class 


This summer, in just three weeks’ time, you can take a train 
to New York, sail on a luxurious President Liner via Havana, 
through the Panama Canal to California, and then return 
home by rail—an 8,000 mile adventure for $240 First Class 
passage all the way. If you like, take longer and stopover 
anywhere, see the sights, and then catch the next or later ship. 
President Liners, smooth-riding, comfortable, are noted for 
their restful outside staterooms, their swimming pools, and 

- broad play-decks. For details about this and other President 
Liner cruises, see your travel agent or... 


DOLLAR Steamship Lines 


NEW YORK - CHICAGO - SAN FRANCISCO 


and other principal cities 
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CRgulbies. Sst between 
Prpendlable Sailings J or.ten 


NEw ORLEANS, 
Los ANGELES HARBOR, 
SAN FRANCISCO, ann ST. JOHNS, N. B. 
AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


FREIGHT TRAFFIC DEP’T 


New York........ Pler 3, Nerth River New Orleans..... 321 St. Charlies St. 
Chieage....... 111 W. Washington St. St. John, N. B....H. E. Kane & Co. 
San Franolseo..... 1001 Fourth Street Lendon, England...... Caribbean 8.8. 
PEE v:ickttenaasancaded Long Wharf Ageney, 69 Old Broad Street 


Also regular weekly passenger service (and ‘‘Guest Cruises’’) 
to the West Indies and Caribbean. 


| 


ORDERS ARE 
MARKED ‘‘RUSH”’ 


When an order is marked “rush’’ it 

means that your customer needs the ship- 

ment in the fastest possible time. A good 

synonym for “rush” is ‘American Mail 
Line.” President Liners travel over the short, 
fast route to and from the Orient, saving 
days and sometimes weeks in transit time. 


An American Mail Line President Liner sails 
from Seattle, nearest U. S. port to the Orient, 
every other Saturday; one arrives in Seattle 


every other Tuesday. 
Service is augmented by a fleet of fast cargo 
liners with regular frequent sailings to ports of 
Japan, China, Hongkong and the Philippines. 
For information, apply desk No. 6 

21 West Street 

1714 Dime Bank Bldg 

110 So. Dearborn St 

Union Trust Bldg. Arcade 

General Freight Office 
740 Stuart Building 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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to the consignee and the proper freight charges collected. 4; 
ter delivery demurrage occrued which was not collected at th, 
time by the carriers. The consignee cannot now be located an 
the carriers are calling upon the shipper for payment of thj 
demurrage. 

Answer: In our opinion, where demurrage accrues aft, 
the delivery of a shipment to the consignee, that is, after ty 
contract of shipment entered into between the consignor an 
the carrier has been completed, the consignor cannot legajj 
be held liable for the demurrage charges. We cannot locat 
a case which so holds, but see Vanderbilt vs. Planters’ Oil Mjj 
& Gin Co., 106 So. 14, in which it is held that as between the 
shipper and the consignee the one liable for the payment of 
demurrage is the one through whose fault the demurrage jg 
incurred. See also, to the same effect, Davis vs. Lawrence jj 
and Gas Co., 117 S. E. 692. 


Shipper’s Load and Count 

Mississippi—Question: Will appreciate your advising jj 
there is any court ruling covering shortage where the shipment 
was received shipper’s load and count, seals being disturbed by 
the carriers, part of contents removed from the car, due to 
overload, and checking short at destination. 

One of our buyers made a shipment consisting of a certain 
number of bags, which lading was shipper’s load and count, 
and on arrival of the car at the first junction, the same was 
weighed by the carrier and found to be overloaded. The carrier 
disturbed the shipment, removed the excess load, permitting 
the original car to go forward, and the balance to follow. When 
both cars were delivered to our plant, the out-turn developed sev. 
eral bags short. Claim was filed and declined, account shipper’s 
load and count. 

We are inclined to believe that, since the carriers dis. 
turbed this shipment in transit, even though it was due to be 
ing overloaded, the burden rests with them to prove that the 
shortage was not due to their disturbing the shipment. 

Any decision that you can refer us to, citing same, will 
be appreciated. 

Answer: We can locate no decisions of the courts in which 
the question you raise has been at issue, but, in our opinion, the 
transferring of a portion of the load by the carrier does not 
change the rule that the burden of proof where a shipper’s load 
and count notation is placed on a bill of lading is upon the 
shipper in the first instance to show that the amount specified in 
the bill of lading was actually delivered to the carrier. 

The fact that a portion of the shipment was transferred 
in transit because of overloading is a circumstance to be con- 
sidered in determining the liability of the carrier for the short- 
age if the shipper has met the burden of showing by a pre 
ponderance of evidence the delivery to the carrier of the amount 
specified in the bill of lading. It, however, does not shift this 
burden from the shipper to the carrier, or, rather, place the 
burden upon the carrier, to show that the amount specified in 
the bill of lading was not delivered to it for transportation. 


CONDITION OF EQUIPMENT 


Class I railroads on August 1 had 281,262 freight cars in need 
of repairs or 15.3 per cent of the number on line, according to 
the Association of American Railroads. This was an increase of 
4,727 cars compared with the number in need of such repairs 
on July 1, at which time there were 276,535 or 15 per cent. 

Freight cars in need of heavy repairs on August 1 totaled 
224,965 of 12.2 per cent, increase of 11,672 cars compared with 
the number in need of such repairs on July 1, while freight 
cars in need of light repairs totaled 56,297 or 3.1 per cent, a 
decrease of 6,945 compared with July 1. 

Locomotives in need of classified repairs on August 1 totaled 
10,557 or 23 per cent of the number on line. This was an in- 
crease of 16 compared with the number in need of such repairs 
on July 1, at which time there were 10,541 or 23.0 per cent. 

Class I railroads on August 1 had 4,081 serviceable locomo- 
tives in storage compared with 4,102 on July 1. 


CASKIE NOW COMMISSIONER 


Marion M. Caskie August 26 took the oath of office and 
assumed the duties of a member of the Commission. 











TRAFFIC MANAGER, ten years’ 
rate cases, also loss or damage claims. 
sires position with responsible concern. 
41& South Market St., Chicago, II. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAIL 


TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 


experience western — territory 
Registered practitioner de- 
Box EEI-2, Traffic World, 


aan . 
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OUSTON 


TEXAS’ Leading PORT 


In a few short years the Port of 
Houston has definitely established 
itself as one of the leading world 
ports. It now ranks first as a Cotton 
port, first Texas port and third export 
port in the United States. 


The acknowledged leadership of Port 
Houston is the result of a well defined 
policy of service. The best possible 
time is accorded your shipments at 
the lowest possible rates consistent 


with dependable and efficient service. 


Watchfulness, alertness and prompt 
action in the performance of duty is 
the Code at Port Houston. 

J. Russell Wait 


Director of the Port 





SHIP THROUGH 


WILMINGION 


on the Delaware 


eae Por gual Service 






We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 
Wilmington Delaware 
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Fishing and 
Golfing at their 
best now in the 


NORTH WOODS 


In addition to regular overnight trains, 
“North Western’s’”’ fast summer service 
is extended into the Fall. 


THE FLAMBEAU—from Chicago Fridays 
at 1 p. m. funtil Sept. 27th}, arriving at 


SUMMER 
the Rhinelander - Woodru - Minocqua - 


SERVICE 
Ironwood and Eagle River-Land O’ Lakes- 


EXTENDED Watersmeet Districts the same evening. 


Returning Sunday afternoons (until 
Sept. 29}, arriving Chicago same evening. 


THE FAMOUS “400” at 3:30 p. m. 
Fridays, connects with service at Eau 
Claire funtil Sept. 13th} arriving at the 
Hayward-Cable-Drummond Districts — 
same evening. Returning Sunday after- 
noons {until Sept. 15th}, arriving a 
same evening. 
{Central Standard Time Shown} 
VERY LOW FARES 
to All North Woods Points 


R. Thomson, Passenger Traffic Manager 
2386 C. & N. W. Ry., 400 W. Madison St., Chicago 


CHicaco £ NORTHWESTERN Ry. 
























Southern Steamship Company 


(Pioneer Steamship Line to Houston ) 


OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 
and Houston, Texas 


SAILINGS: 
From Philadelphia ....... Wednesdays and Saturdays 
From Norfolk to Houston .............. Thursdays 
From Houston to Philadelphia . Mondays and Thursdays 


From Houston to Norfolk ....... Pr 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 





Seccccecncccccccccuscnccncccccccncencccescncsuceseecnsnsccceccuccsenccscescecadaccer, 


MOoOREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 
From BOSTON, BALTIMORE, TAMPA to NEW ORLEANS 
From PHILADELPHIA end to MOBILE 
From NEW ORLEANS to TAMPA PHILADELPHIA, 

TIMORE, NEW BEDFORD and BOSTON 

From OBE te NEW BEDFORD, BOSTON end PHILADELPHIA 
From TAMPA to PHILADELPHIA and BOST 
Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 


MOORE and McCORMACK, Inc., Agents 
NEW YORK, 5 Broadway "PHILADELPHIA, Bourse 


Bids. 
BALTIM Ore ; Seaboard Bldg. NEW ORLEANS Whitney B Benk Bids. 
BOSTON, 75 State Street TAMPA 512 E. Lefayette 


CHICAG Sb, 503 Marque DETROIT, 556 Book Bids. 

BA TON ROUGE, 1758 <a St. PITTSBU UKGH, Oliver Bldg. 

ST. LOUIS, Railway Exchange Bidg. ROCHESTER, “1408 Temple Bok 
MEMPHIS, Cotton Eochenge Bids. HOUSTON, State Nati end Bids. 
CORPUS CHRISTI, Nixon Bids. MOBILE, Merchants Bank 8 
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Merchandise Storage | 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES 


: Storage and Distributing of Merchandise of Every Description : 


seeseceacesseceeseuase 
Sueesecsssessssecesess® 


Bind your TRAFFIC WORLD 
into a permanent book 
making it a valuable 
reference 


Fine, heavy, waterproof 


buckram 


$2.25 per Volume 


BOOK SHOP BINDERY 
Official Binders 


350-354 W. Erie St., Chicago, Ill. 


TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 





Interstate Commerce and State Commission Cases and 
“ken token Commerce 


815 Mills Bldg. 
WASHINGTON, D. C. 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Specialists 





Valuation 
Experts 


SPSSRSSSSSASTSSSSSSSSSSSSSCSSSSSSSSSSSSSSSHSSSESSSSSSSSSSSSSSESSSSeeaeeeeseeeaeseeEsE. 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. : 





Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 
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Docket of the Commission 





NOTE—lItems in the Docket marked with an asterisk (*) have 
been added since the last issue of The, Traffic World. New assign, 
ments now on the Commission’s docket of dates later than herey 

ancellatio 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


September 4—Philadelphia, Pa.—Chamber of Commerce Rooms—R,. 
aminer Griffin: 
26968—E. I. DuPont de Nemours & Co., Inc., vs. B. & O. et al. 
27042—Whitall Tatum Co. vs. Western Maryland Ry. et al. 
September 4—Washington, D. C.—Examiner Sharp: 
769—In re: Charges for protective service to perishable freight 
September 5—Jefferson City, Mo.—Public Service Commission—Com. 
missioner Porter and Examiner R. C. Taylor: 
1. & S. No. 4119—Jefferson City and North Jefferson, Mo., rates, 
September 5—Philadelphia, Pa.—Chamber of Commerce Rooms—Ex. 
aminer Griffin: 
27014—A. Bronstein et al. vs. B. & O. et al. 


September 5—Denver, Colo.—Public Utilities Commission—Examine 


Weems: 
26780—I. Rothschild Produce Co. et al. vs. Alton & Southern et al, 
September 6—Philadelphia, Pa.—Chamber of Commerce Rooms—Ex. 
at of Griffin: 
. E. Culver et al. vs. Pennsylvania. 
Pal 6—Wichita, Kan.—Allis Hotel—Examiner Hagerty: 
26140 and Sub. Nos. 1 and 2—Red Star Milling Co. vs. A. & R. et al, 
September 6—Little Rock, Ark—Arkansas Corporation Commission— 
Examiner Taylor: 
27090—Emergency freight charges within Arkansas. 
September 7—Denver, Colo.—Public Utilities Commission—Examiner 


Weems: 
26892—Adolph Coors Co. et al. vs. A. T. & S. F. et al. 
Ces 9—Colorado Springs, Colo.—City Council Chamber, City 
Hall—Examiner Weems: 
27061—Holly Sugar Corp. vs. A. T. & S. F. et al. 
27005—Holly Sugar Corp. vs. Alton et al. 
— 9—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- 


a 4 oan Smelting & Refining Works, Ltd., et al. 
et al. 


September 9—Ardmore, Okla.—U. 
t 


erty: 
20416—Harry Abels vs. A. T. & S. F. et al. (further hearing). 


September 9—Kansas City, Mo.—Chamber of Commerce Rooms—Ex: 
aminer R. G. Taylor: 

27056—Brown-Strauss Corporation et al. vs. Alton et al. 

September 9—Milwaukee, Wis.—Hotel Wisconsin—Examiner Berry: 

26848—Meyer Burstein & Sons vs. A. & W. P. et al. 

—s", 9—Cleveland, O.—Hotel Statler—Examiner Worthington: 
& S. 4116—Cleates, palmitates, stearates, etc., classification. 

nails 40—Washington, D. C.—Examiner M. L. Boat: 

Fourth Section Application 15676—Authority to establish and main- 
tain rates on coke, coke breeze, dust and screenings from Oy 4 
between points in C. F. mi, Es Be My We Be chy OO, ORE FT. 
territories. 

September 10—Lexington, Ky.—Lafayette Hotel—Examiner McChord: 

27003 and Sub No. 1—Joseph Papania & Co. vs. A. C. L. et al. 


ve. 3. 1. B.S 


S. Court Rooms—Examiner Hag- 








QUAKER LINE 
CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Albany, oy York, Philadelphia, Baltimore, Norfolk, 
Newport News, Savannah, Jacksonville, Cristobal 


and 


San Diego, Los Angeles, San Francisco, Oakland, Stockton, Sacramento, 
Portland, Seattle and Tacoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 


17 Battery Place, New York 


Albany—D & H Building 
Philadelphia—The Bourse 
Norfolk—111 E. Plume Street 
Baltimore—Keyser Building 
Boston—33 Broad Street 


Chicago—327 S. LaSalle St. 
Pittsburgh—Gulf Bidg. 
Detroit—General Motors Bldg. 
Savannah—Cotton Exchange Bids. 
Jacksonville—P. O. Box 1866 
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